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TRACK SUPERSTRUCTURE IN TUNNELS. 





The Pennsylvania is considering, and the Lackawanna has 
adopted, designs of tunnel tracks in which no ballast ia 
used, the rail resting on wooden blocks embedded in concrete. 
This idea is novel for use under heavy traffic. Much the same 
system is used, under light traffic, in the Philadelphia Rapid 
Transit subway and in the Hudson tunnels between New York 
and Hoboken. The Philadelphia subway was described in the 
Railroad Age Gazette, August 14. In this case 90-lb. rails are 
fastened with clips, without tie plates, to wooden blocks 6 in. 
thick, resting on the upper flanges of a pair of longitudinal 
channels embedded in the concrete. In the Hudson tunnels, 
complete standard ties are used, but they have the effect of 
wooden blocks, as for two or three feet at each end they are 
embedded in concrete. The load on the rail is thus trans- 


mitted directly to the concrete without any tendency to bend 
the tie, so that the part of the tie in the center of the track 
does no work. 
age. 


In the center of the track is a gutter for drain- 
This design is standard through most of the Hudson 
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tunnels, though in some cases the track is ballasted in the 
usual way. 

In these two subways, however, the track is called on to 
carry axle loads much lighter than those which the Pennsyl- 
vania and the Lackawanna use. The new designs are a com- 
paratively rigid form of track construction. The Lackawanna 
calculates that under a 60,000 lb. axle load (the highest the 
road now uses is about 53,000 lbs.), with 30 per cent. added 
for impact, the greatest deflection of rail will be one sixty- 
fourth of an inch. In track where the tie acts as a resilient 
zirder resting on ballast in which there is also some give, the 
deflection is one-eighth to one-quarter of an inch. It is 
granted that an absolutely rigid superstructure would be ideal 
if the rail surfaces were absolutely true. But it is impossible 
to maintain such conditions, and a slight inequality, such as 
the gap at the rail joint, causes such shocks that rigid super- 
structures heretofore tested have not been successful. The 
present standard resilient track construction, therefore, has 
been necessary, though it is admitted that it is not ideal. 
The proposed designs are not absolutely rigid, but the cushion- 
ing effect of red oak or yellow pine blocks is not comparable 
with the give in a cross tie resting on ballast. The structure 
in itself is presumably strong enough to withstand the shocks 
referred to above, as high grade concrete can be made to with- 
stand the crushing effect, but the result on rolling stock, and, 
in the case of the Pennsylvania, on the whole tube construc- 
tion, can only be determined by experience. 

In considering the effect of vibration in tubes, it is worth 
while to point out two types of construction particularly de- 
signed to prevent this. The Baker Street & Waterloo (Lon- 
don) permanent way construction was illustrated and described 
in the Railroad Gazette, April 20, 1906, p. 118, and May 29, 
1908. In the Central London, “Tuppenny Tube,” the track 
was carried on timber laid across the tube. There were 
damages costs due to the vibrations from this track. In 
the Baker Street & Waterloo, the center of the cross tie, 
for a distance of 3 ft. 10 in., is rigidly supported by concrete 
in which it is embedded. Under the ends of the ties, beneath 
the rail, is ballast consisting of washed granite cubes crushed 
to pass through a one-quarter inch ring. This design vio- 
lated one of the usually accepted principles of track con- 
struction, being an absolutely center bound track. Ordinary 
wood would not stand the strain and Australian jarrah wood 
was used. This is so strong and elastic that although the ful- 
crum about which the end of the tie bends is only a few 
inches from the point where the load is applied, that is, the 
point under the center of the rail, the tie bends enough to give 
a vertical movement of about one-eighth of an inch directly 
under the rail; the tie is free to lift somewhat in the center. 
The ties have stood up under this treatment and the results 
in reducing the wheel-on-rail noise and in deadening vibration 
seem to be ideal. The latter has been proved by tests with 
seismography instruments. 

In the Interborough Rapid Transit subway, the ends of the 
ties rest on concrete, each end having a bearing of 9 in. on it, 
beginning 9 in. outside of the center of the rail. The middle 
of the tie is entirely unsupported, the space beneath and be- 
tween the ties being filled with coarse ballast untamped, the. 
ballast only serving to fill up the space to the top of the tie, 
as otherwise refuse would accumulate in the center of the 
track. In this way, advantage is taken of all the resiliency 
which the tie can give. 

There is no doubt but that it would be much simpler to re- 
new the tie blocks than to renew ties in ballast, particularly 
in tunnels where space in which trackmen can work is limited 
and where traffic is so heavy that it is difficult to put a track 
out of commission except for very short periods. However, it 
must be considered that tie or tie block renewals should be 
much fewer in these two tunnels than in exposed track. The 
timber to be used is to be creosoted or otherwise treated. 
Still more important is the fact that both tunnels will be 
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dry, both being lined with concrete. The effect on the life of 
ties of protection from rain and dampness is indicated by the 
experience in the Interborough Rapid Transit subway. Here 
untreated yellow: pine ties are used and it is believed that 
they will last twice as long as they would in the open. This 
subway has been in service for only four years, it is true, 
but so far the only tie renewals have been of those which 
have been spike killed in renewing rails. On the sharper 
curves, the average life of rails is about one year. Because 
of the Pennsylvania and Lackawanna designs of rail fasten- 
ing, and the fact that the blocks are held solidly in place by 
concrete, it is plain that re-spiking in maintaining alinement 
will also be to a great extent eliminated. 





PERMANENT USES OF THE RAILWAY BUSINESS ASSOCIATION. 





In the issue of October 16, page 1132, we discussed the for- 
mation of the Railway Business Association by an extremely 
large and strong group of manufacturers of railroad supplies. 
We have also reported fully the work which the association 
has been doing, and doing very earnestly and efficiently, in 
its efforts to organize the friends of the railroads somewhere 
nearly as effectually as their enemies are organized. 

The association has shown at the very outset the wisdom 
that makes for permanence, in its unalterable decision to 
keep out of politics. It does not exist for the purpose of 
buying votes, or of electing Congressmen, or attempting to 
coerce employees. And yet there is a perfectly legitimate 
political function which the association could well perform, 
and which it is very much to be hoped that it will perform; 
the function of watching pending legislation, regardless of 
party lines, with the sole purpose of dragging out into the 
open air the kind of “strike” bills which usually flourish in 
the dark. In this non-partisan way, the City Club in New 
York now keeps watch of legislation at Albany, and prepares 
a directory of assemblymen and state senators at the time 
of each election, with detailed reasons why they are useful, 
harmful or merely innocuous servants of the state. The Civil 
Service Reform Association keeps the same watch on civil 
service legislation, working always in the sunshine, and court- 
ing publicity rather than avoiding it. As things are now, 
bills of frankly outrageous character, aimed straight at the 
railroads, are apt to get very little discussion in legislative 
halls that is not wholly partisan, and there are few governors 
who have the courage to veto 2-cent fare bills, as Governor 
Hughes did, and express the desire that some information be 
obtained before the law is passed. 

On one side has been the unscrupulous legislator without 
a grievance, working shoulder to shoulder with the honest 
but angry legislator who has one; on the other side has been 
the railroad attorney, able, but assumed to have a bias, and 
hence listened to by nobody. An association of manufacturers 
of railroad supplies also has an interest in railroad welfare, 
but there are no insuperable difficulties to an honest and pur- 
poseful watch on new legislation by such a body, whereas, 
the railroad counsel, from the nature of their employment, 
are all but useless in such an enterprise. 

The Railway Business Association has taken another clear- 
sighted position in its recognition of the fact that the rail- 
roads themselves are to blame for a great deal of the trouble 
in which they now find themselves. Just how much they are 
to blame for, and how muck is free gift, no man is wise 
enough to say. The question whether the railroad first cor- 
rupted the lobby or was first held up by it, is as difficult to 
determine as the respective senicrity of the chicken and the 
egg. The Railway Business Association holds no brief in 
the case of Lobby vs. Highwayman; it wants to abolish both. 
Being a practical association, moreover, it realizes that man- 
ners are not as far behind morals as they are sometimes sup- 
posed to be, in their influence on contemporary history, and 
it sees with sorrow how many of the troubles of the rail- 
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roads have sprung out of plain, unmitigated bad manners, 
in dealings with passenger, shipper and manufacturer as well. 

The strength and prestige of the association seems certain 
to grow with time, and it will be a helpful function and prob- 
ably not an unattainable one, after this prestige has become 
very great, for the association to report just as frankly to 
the railroad company on cases of chronic, trouble-making 
bad manners, as it does to the intelligent voter on cases of 
flagrantly bad legislation. If it takes pains to be blind to 
the serious faults, net yet entirely eradicated, which have 
made unpopularity for the railroads, it can exert only a small 
influence with the sober-minded people in the community; but 
if it sees right and wrong clearly, and proclaims them freely, 
whether it finds them in the railroad office or in the legis- 
lative hall, it can have enormous possibilities of usefulness. 
The agitation of the past few years has accomplished one good 
piece of work in spoiling the job of the lobbyist, but this gen- 
tleman still survives, and it will not be long, in the ordinary 
course of events, before the old choice of wicked laws or a 
wicked lobby will again present itself. We do not know any 
better means of keeping the lobbyist permanently out of his 
job than the frank, helpful publicity of a great association, 
composed neither of railroads nor of legislators, but keenly 
interested in both. 





A REVIVED COMPOUND. 





The recent order of the Chicago, Milwaukee & St. Paul for 
12 Atlantic type Vauclain compounds is a remarkable event 
in the history of locomotive practice in the United States. 
These engines have cylinders 15 and 25-in. x 28-in., driving 
wheels 85-in. and a boiler which provides 3,191 sq. ft. of heat- 
ing surface. They are to be used on fast express trains 
weighing 600 tons on the line between Chicago and Mil- 
waukee, and have been selected as the best type of locomo- 
tive for this service after experiments for years with a num- 
ber of other types. 

The Vauclain system of four-cylinder compound locomotives, 
with all cylinders outside, was patented in 1889, and up to 
1904, 3,000 locomotives had been equipped with this form of 
compound cylinders. During the decade 1890 to 1900 they 
were used in large numbers by many of the trunk lines in 
the United States in both passenger and freight service. In 
1896-98 the Baldwin works built 54 engines of this type for 
the Vladicaucase & South-Eastern Railroad of Russia; in 1898 
20 engines of similar type for the Moscow-Windau Railroad 
of Russia. In 1898-99, 120 locomotives of the same type were 
built for the Chinese Eastern Railway; and in 1900 about 120 
Vauclain compound consolidation engines were built for the 
Union Pacific. Since 1902 the orders for this type of com- 
pound locomotives have been rapidly growing less, and in 
more recent years the species has been generally thought 
to be almost extinct. The recent order from the St. Paul 
road is aS much a surprise to the builders as to the railroad 
public. 

On the Philadelphia & Reading the Vauclain compound was 
used on the Atlantic City branch and was noted for its suc- 
cessful service in maintaining the fastest schedules used in 
the United States with heavy trains of eight or ten cars. The 
piston valves, which are a distinct feature of this type of 
engine, were the first to be used on a large scale in this 
country. The large port area which they provided, together 
with the large cylinder volume in the four cylinders, enabled 
them to use a large volume of steam at high velocity, and 
this resulted in greater power than can be obtained from a 
simple engine of the same weight with the ordinary slide 
valve, which necessarily uses a short cut-off at high speed. 
The successful use of large piston valves in the Vauclain 
four-cylinder compound led to their general adoption for 
simple engines, and Mr. Vauclain should be given credit for 
his persistent effort in making the piston valve a success in 
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connection with his work on his first type of compound loco- 
motive and for its successful use in simple engines. The 
capacity for obtaining high mean effective pressure and 
greater power in the cylinder at high speed is the reason 
why the four-cylinder compound was so successful in haul- 
ing passenger trains at unusually fast schedules. These en- 
gines do not show any economy in coal or water over the 
simple engine when worked at high speed, but the Vauclain 
compound freight engine, when properly maintained and oper- 
ated on slow schedules, did show the economy which shouid 
ordinarily be expected from the use of compound cylinders. 

In 1902 Mr. Vauclain designed the first four-cylinder bal- 
anced compound built by the Baldwin works, and for three 
or four years after that quite a number of this type were 
built by this company and the American Locomotive Company, 
which were used for express service on many of our prin- 
cipal railroads. The balanced compound was intended as a 
means of improving the counterbalancing, and it is a more 
highly developed machine, resulting in increased speed and 
hauling power and a decrease in the injury to the track, 
which is the principal objection to unbalanced engines run- 
ning at high velocity. 

The four-cylinder balanced compound does not show any 
important economy in coal or water at high speeds; the in- 
side mechanism between the frames is not convenient for road 
or roundhouse repairs; the builders charged much higher 
prices for them than for equivalent simple engines; and the 
saving in damage to track has not been regarded as of suf- 
ficient importance to warrant the higher initial cost and addi- 
tiona] trouble of maintenance. 

The balanced compound, like its predecessor, has not con- 
tinued in favor, and few if any of this type of locomotives 
are found among the new orders which are now coming in 
with increasing numbers. It is probable that the principal 
causes which have prevented the continued use of the com- 
pound locomotives in this country are to be found in the 
general conditions surrounding intensified transportation. 
The hurry in moving large volumes of traffic with limited 
facilities has led to careless work and lack of discipline. In 
such circumstances the simplest mechanism is preferred by 
the operators. To such causes must be attributed the failure 
of the railroads to introduce those refinements and more 
highly developed mechanisms in locomotives which good 
engineering has provided, and which under more favorable 
conditions would produce the best results. The compound 
engine, the superheater and the automatic stoker, as applied 
to the locomotive, are all examples of this failure of highly 
developed types of locomotives to persist in unfavorable sur- 
roundings. 

In H. H. Vaughan’s discussion of the report on superheat- 
ing at the Master Mechanics’ convention in 1907, he said: 

“We have on the Canadian Pacific 375 large locomotives equipped 
with superheaters, while in the United States nothing has been done 
in this direction on any extended scale. The reason why the super- 
heaters have not been more successful in the States is that they are 
not given proper attention, and if this is assured they can be operated 
without any more trouble than the ordinary locomotive. If we are to 
give up a device that will save from 10 to 20 per cent. in coal just be- 
cause we cannot get roundhouse machinists and foremen to pay proper 


attention to their work we are on the wrong track. It is u question of 
attention with the superheater and not extra expense for maintenance.” 


This explanation of the slow growth of the superheater 
on locomotives in this country applies very well to the whole 
history of the rise and fall of the compound locomotive. The 
fact that the Vauclain compound has been used in large 
numbers on the St. Paul ever since it was introduced, and 
that new engines of this type have just been ordered, speaks 
well for the careful attention which the old engines have 
received from the men having to do with running repairs as 
well as from the enginemen.- This incident is most instruc- 
tive and teaches that locomotive practice in the United States 
is governed more by the performance of the employees run- 
ning the engines than by the influence of good engineering. 
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From an engineering standpoint the Vauclain compound 
freight locomotive is more consistent, as, if properly main- 
tained, it would show some economy in fuel and slow speeds 
would make it less damaging to the track. In ordering pas- 
senger engines of this type the St. Paul has sought the ad- 
vantage of greater power for handling heavy express trains 
than can be got from a simple engine of equal weight. The 
difference in fuel consumption will be but small and the 
damage to the track due to counterbalances for very heavy 
reciprocating parts is apparently not regarded as a sufficient 
objection. 





THE UNIFORM BILL OF LADING. 





The uniform bill of lading recommended by the Interstate 
Commerce Commission has been adopted by the Official Classi- 
fication and the Western Classification roads. The classifica- 
tions in both territories soon will provide that any shipper who 
does not ship subject to the conditions of the new bill will be 
charged a rate 10 per cent. higher than the published tariff. 
The southern lines would all give it their endorsement if they 
did not think that it does not make entirely satisfactory pro- 
vision for the handling of cotton. Being a compromise measure 
it naturally does not in every way suit anybody. But on the 
whole it is the best and fairest bill of lading ever drawn up in 
this country. 

Unfortunately, as the Interstate Commerce act reads now, 
the new bill of lading has little legal standing. The Hepburn 
act amended the law so as to provide that the initial carrier 
shall be liable for “any loss, damage or injury” to shipments 
by any carrier over whose lines the goods pass, and that “no 
contract, receipt, rule or regulation shall exempt” from such 
liability. If that provision is constitutional any shipper may 
at any time refuse to sign the uniform bill of lading, or to pay 
the 10 per cent. higher rate for not accepting it, take his stand 
upon the broad provisions of the law, and thereby once more 
relegate to the courts the entire question of the liability of car- 
riers for loss and damage. The only way this question can 
be certainly, finally and satisfactorily settled is for Congress 
to pass an act making the uniform bill a part of the Interstate 
Commerce law. The need for such legislation is shown by the 
history of the bill of lading controversy and by existing con- 
ditions. 

Formerly shippers often offered to assume the entire risk of 
loss or damage to shipments in return for reductions in the 
rates upon their commodities; and prior to 1904 there were in 
the classifications numerous articles that purported to be car- 
ried at owners’ risk. But when such goods were lost or dam- 
aged, shippers usually sent in claims, which, owing to competi- 
tion between the carriers, commonly were allowed. Finding 
they had got little in return for the reductions in rates they 
had made, the carriers, late in 1903, and early in 1904, adopted 
a uniform bill of lading the sweeping conditions of which ex- 
empted them from almost all liability unless the shipper paid 
a rate 20 per cent. higher than the published tariff. Shippers 
complained to the Interstate Commerce Commission. The 
Commission referred the matter to a conference committee of 
shippers and eastern railroad traffic officers. While the com- 
mittee was at work Congress passed the Hepburn act. Mean- 
time, the railroads continued to print in their bills of lading 
and classifications the provision that goods not carried sub- 
ject to the bill of lading would be charged 20 per cent. extra. 
Claims usually have been settled as if this provision did not 
exist. If the provision was legal it was a violation of law to 
publish and not enforce it; if it was not legal it was illegal to 
publish it at all. In either case the law has been disregarded 
by railroads, shippers and the Commission. As neither the 
common law nor the federal statutes have clearly defined the 
rights of the shipper and carrier, each has claimed more than 

he was entitled to in order not to get less than was his due. 

The new uniform bill of lading defines the general liability 
of the carrier clearly and in a way that is fair to both rail- 
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road and shipper. The carriers are made responsible for all 
loss or damage not caused by the act of God, by the public 
enemy, by quarantine, by the law, by the act or default of the 
shipper, by differences in grain weights due to shrinkage in 
the commodity or discrepancies in elevator weights, or by 
strikes or riots, except when goods are hauled in open cars, 
They assume liability for loss by fire whether goods are in 
closed or open cars, a liability they have always sought to 
avoid. Their responsibility as carriers continues 48 hours 
after notice of arrival of the goods, after which it becomes the 
liability of warehousemen only. Of course, technically, the 
carriers are liable only for loss or damage caused by their 
negligence; but as, instead of imposing upon the shipper the 
burden of proving the carrier’s negligence, as has been done 
in the past, the new uniform bill of lading specifically imposes 
upon the carrier the burden of proving its freedom from negli- 
gence, the shipper will gain a very great advantage in settling 
claims. 

Despite the manifest advantages it gives to them as com- 
pared with the present one, shippers have made various objec- 
tions to the new bill of lading. Some protest against the pro- 
vision in the classifications that a 10 per cent. higher rate will 
be charged for goods not shipped subject to the bill of lading. 
But this seems reasonable. If the railroad assumes any 
heavier liability than that fixed by the bill of lading, it will act 
as an insurer as well as a carrier, and should be compensated 
in both capacities. ; 

It is also objected that the complete responsibility of the 
initial carrier to the shipper is not unqualifiedly recognized. 
The bill of lading provides that no carrier shall be liable for 
loss or damage off its own rails, “except as such liability is 
or may be imposed by law.” Counsel of the railroads believe 
the part of the Hepburn act making the initial carrier entirely 
responsible to the shipper for a through shipment, regardless 
of where loss or damage may occur, is unconstitutional. The 
representatives of the roads on the uniform bill of lading 
committee therefore insisted that the responsibility of the 
initial carrier should not be fixed in accordance with the Hep- 
burn act by the contract in the bill of lading, but should be 
left open to be settled by probable future litigation. The bill 
is not contrary to law. It is, and will be, in accordance with 
law, no matter what the courts may finally say the law is. 

Another objection raised is to the requirement that claims 
must be made within four months. This does not seem unfair. 
It is said that the statute of limitations should apply to claims 
as to any debt. But may not the carrier and the shipper vol- 
untarily contract themselves (or be legislated) out of the 
statute of limitations? Since the bill of lading puts on the 
carrier the burden of proving its freedom from negligence, the 
shipper, it would seem, may fairly be required to present his 
claim promptly, so that the road may have a fair chance to 
look up all the evidence in its favor while the facts are as- 
certainable. Shippers complain a great deal about railroads 
being slow to settle claims, and they should be willing to 
submit to a requirement that they shall be promptly presented. 

Protest is also made against the provision that claims must 
be presented at the point of origin or destination of the ship- 
ment. Probably it would have been better to have provided 
that they should be presented to the initial or final carrier, for 
this is practically what is meant. Still another objection 
raised is to the exception of the carrier from liability for nat- 
ural shrinkage of grain and for discrepancies in elevator 
weights; and it does seem that whether a difference in weights 
in any given case is due to either of these causes is a question 
of fact, which should be settled by evidence rather than by a 
general rule. 

That several objections, some of them apparently valid, have 
been raised against the new bill of lading does not show it 
is not a good bill. No doubt it is imperfect. It will in some 
instances work hardships upon the carriers, in others upon 
shippers, in others upon the banks. But, being the product of 
four years’ hard work by some of the ablest railroad men and 
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shippers of the country, aided by the Interstate Commerce 
Commission and representatives of the American Bankers’ As- 
sociation, the fact that fault can be found with it, shows pretty 
conclusively that no bill of lading can ever be formed with 
which fault cannot be found. It is the best thing now attain- 
able. Its adoption by law would be better for both railroads 
and shippers than to leave their respective rights, now in a 
state of great uncertainty, to be settled by prolonged and costly 
litigation. If Congress made the new bill of lading a part of 
the law of interstate commerce, probably many of the legisla- 
tures would apply it to intrastate commerce, thus _ in- 
troducing order and uniformity in place of existing confused 
and conflicting State statutes. If railroads, shippers, bankers 
and the Interstate Commerce Commission, after having jointly 
framed the uniform bill of lading shall appear before Congress 
and together urge its enactment izto law, they will have af- 
forded an example of sensible and wholesome co-operation, 
such as is too seldom seen. 





CHICAGO, ROCK ISLAND & PACIFIC. 





In the review of the operation of this company for the fiscal 
year ended June 30, 1907, the Railroad Gazette said: “It is 
evident that the Rock Island has now reached the point where 
its maintenance expenditures are not only fully taking care of 
the current depreciation of the property, but making up for in- 
sufficient maintenance expenditures in the past. There is still 
a great deal of work to be done. Every added year of pros- 
perity during which the present liberal maintenance standard 
can be maintained will mean much in the future history of the 
company.” But last year was not one of prosperity, and not- 
withstanding a decrease of nearly 3 per cent. in gross revenue, 
the company was unable to hold down operating expenses, 
which increased nearly 4 per cent. More unfortunate still, the 
greatest increase in operating expenses was in conducting 
transportation. The difficulties that the company labored under 
in this respect are strikingly shown by the increase in empty 
freight car movement, an increase of about 23,000,000 miles. 
The number of empty cars per train was 7.20 last year, as com- 
pared with 5.65 the year before, an increase of 28 per cent. At 
one time it was said that solid trains of empty cars were de- 
livered to the Rock Island to be hauled free, since they were 
being returned to their owners, and not only did the Rock 
Island have to haul these cars at a dead loss, but it had to 
repair them in transit. 

Transportation expenses last year were $23,655,278, an in- 
crease of nearly 9 per cent. The items under this account in 
which the company was able to make a saving are almost negli- 
gible, while the increases in some items are startling. For 
instance, engine house expenses (road) were $831,025 last 
year, an increase of 14 per cent., and engine house expenses 
(yard) were $196,613, an increase of a little less than 23 per 
cent.; damage to stock and right of way cost $142,109, an in- 
crease of 31 per cent., while injuries to persons cost $834,476, 


an increase of nearly 32 per cent. The company was unable to 


cut down the scale of wages or to reduce its operating force, 
so that road trainmen, for instance, were paid $2,790,000 last 
year, an increase of 5 per cent., and road enginemen were paid 
$2,744,944, an increase of about 2 per cent. It must be remem- 
bered, however, that in 1907 transportation expenses had been 
cut down very materially from 1906, so that the figures for 
1908 make a very much worse showing when compared with 
1907 than they would if compared with a five or 10-year 
average. 

During the last five years the funded debt of the company 
has grown rather faster than either its mileage or its gross 
or net earnings. Taking 1903, since that was the first year in 
which equipment trust notes and bonds in the treasury were 
not included in the amount of funded debt shown as outstand- 
ing, we find that the outstanding funded indebtedness of the 
company was $133,658,000 as compared with $189,159,000 last 
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year. This is an increase of 29 per cent. The average mile- 
age owned in 1903 was 6,319 miles as compared with 7,074 miles 
last year, an increase of 12 per cent. At the same time the in- 
terest on funded debt increased from $6,034,645 to $8,227,062, 
an increase of 37 per cent. Gross earnings were $44,376,619 in 
1903 as compared with $58,484,197 last year, an increase of 32 
per cent.; but net earnings were $16,155,449 last year, a de- 
crease of a little less than 1 per cent. from the 1903 figure. In 
the case of net earnings, however, the comparison is unfair 
since 1903 was an unusual year in this respect, and it is more 
fair to compare 1904 with last year. This comparison shows an 
increase of 21 per cent. But this increase in funded debt has 
not been too great to be carried, as shown by the fact that the 
annual interest charges last year, per mile of line owned, were 
$1,163, while net operating revenue per mile of line was $2,027, 
in spite of the hard times. 

Total operating revenue was $54,484,197 last year, a decrease 
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extent of 2,376,061, or an average of 315 per mile of main and 
second track, and of these ties, 927,662 were treated. The 
expenditure on ties was $1,264,365, an increase of 13 per cent. 
over the large expenditure of last year. In 1907 an extraordi- 
narily large sum was spent for new rails, so that last year it 
was possible to make a considerable saving here, $143,327 being 
spent in 1908, a decrease of 63 per cent. Of the total main, sec: 
ond and third track owned or leased June 30, 1908, 44 per cent. 
was laid with 80 lb. rails or heavier, and 34 per cent. with 60 
or less than 60 lb. rails. Of this track 17 per cent. is ballasted 
with rock, 29 per cent. with gravel, and 41 per cent. with sand 
or dirt. 

The average expenditure for maintenance per locomotive 
owned was $2,300 as against $2,459 in 1907. The company has, 
however, acquired 160 new locomotives in the last two years. 
Maintenance per passenger car cost $703 last year as compared 
with $867 in 1907, and maintenance per freight car cost a little 

less than $70 per car as compared 
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Rock Island Company’s Lines. 


of nearly 3 per cent., or $1,654,476. Freight revenue amountea 
to $37,899,356, a decrease of $2,316,545, or nearly 6 per cent. 
There were 15,877,646 tons of freight moved, a decrease of 1,- 
534,687 tons from the previous year, the revenue per ton-mile 
remaining the same in both years, while the average haul per 
ton was 253 miles last year, an increase of a little over seven 
miles. The number of passengers carried last year amounted 
to 16,960,747, an increase of 1,578,348, the revenue per passen- 
ger mile decreasing from 2.23 cents to 1.89 cents, and the 
average distance each passenger was carried was 52 miles last 
year, an increase of nearly five miles; so that passenger density 
last year was 110,670, an increase of 17,455. 

In regard to expenses, the accounts under conducting trans- 
portation have already been mentioned. In maintenance of 
way and structures the company made a saving, the main- 
tenance of way expenditures being $8,319,804, a decrease of 9 
per cent. This is an average expenditure per mile of main and 
second track owned and leased of $1,044, as compared with 
$1,164 last year. Under this head ties were renewed to the 


with less than $57 per car in the 
previous year. 

Bituminous coal, which in 1907 
furnished nearly 20 per cent. of the 
total tonnage carried, gave a slightly 
smaller proportion in 1908, and the 
actual bituminous tonnage was 2,- 
915,168; a decrease of 15 per cent. 
from the previous year. The com- 
modity which furnishes the next 
greatest per cent. of tonnage is lum- 
ber, of which 1,654,957 tons were car- 
ried last year, a decrease of 7 per 
cent. Unlike the majority of roads, 
the Rock Island lines carried 5 per 
cent. less products of agriculture in 
1908 than in 1907, the tonnage of 
wheat, other grain, and cotton each 
decreasing 20 per cent. or over. The 
tonnage of corn on the other hand 
was 1,104,784 tons, an increase of 
about 14 per cent. In general, the 
tonnage of nearly all commodities 
decreased. 

The balance sheet shows an _ in- 
crease in funded debt of $6,268,000, 
$7,782,000 first and refunding mort- 
gage bonds having been sold and $1,- 
494,000 gold bonds of 1902 having 
been retired and $20,000 Little Rock 
Bridge Company’s bonds having been 
retired. Of the first and refunding 
mortgage bonds, $4,606,500 are held 
in the treasury and pledged against 
notes payable, this block of bonds be- 
ing carried as a current asset on the balance sheet. Cash on 
hand amounted to $2,485,736 as compared with $9,917,499 on 
hand June 30, 1907, but current assets as a whole were $38,- 
210,588 last year, an increase of $3,808,598, while current lia- 
bilities were $15,273,329, an increase of $1,270,071. The $6,- 
000,000 collateral trust notes due April 1, 1908, and secured 
by $7,500,000 first mortgage bonds of the Rock Island, 
Arkansas & Louisiana Railroad Co., were extended for one 
year at 6 per cent., and $1,500,000 additional R. I. A. & L. 
bonds were issued and added to the security of the notes. 

Construction of new line went on as was planned at the be- 
ginning of the year, and the line from Irving, Tex., to Carroll- 
ton was almost finished. There were established along the 
line of the Rock Island, 290 new industries. This has an im- 
portant bearing on the future of the company, as a specific in- 
stance of the rapidity with which the Southwest is growing. 
Recovery has been rapid in that countary, and the Rock Island 
lines are now showing gains, both gross and net, over the earn- 
ings for the corresponding fall weeks in 1907. 
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The following table shows the operating results for the last 
two years, the figures for 1907 having been rearranged to corre- 
spond to the form prescribed by the Interstate Commerce Com- 


mission: 


1908 1907. 
Average mileage operated .... 7,970 7,780 
BYGIGAE: TEVORUC. ...0<.0 00600 $37,899,356 $40,215,901 
Passenger revenue ........ 16,693,110 16,153,539 
Total operating revenue ..... 58,484,197 60,138,673 
Maint. way and structures. 8,319,804 9.146,540 
Maint. of equipment ...... 7,490,382 6,963,277 
METRO Yo opseicts wis 65's Sle eee 1,488,115 1,610,429 
TEANSHOTTATION . «<< 0060.2 23,655,278 21,719,981 
Total operating expenses..... 42,328,748 40,812,822 
RON oc seule oie iswisie bss 400 aie 1,789,895 1,676,038 
Net operating revenue ....... 14,365,554 17,649,813 
SEROMET AMONG coos cs cso we seca s 14,686,756 18,263,421 
DUCE AMMOONBE. Sins. > 6 'aie'oo-0 009 45 4,718,102 8,750,517 
SURG MINED 05's Grose Giese Gre eie's eo 3,929,785 4,116,728 
INI aie cc aia iss acess oe 788,317 4,633,789 





ST. LOUIS & SAN FRANCISCO. 





On June 30, 1907, the St. Louis & San Francisco was build- 
ing lines that aggregated 303 miles. During the past year 
there have been only two miles added to the average mileage 
operated, and the annual report for the fiscal year ended June 
30, 1908, shows that the lines now building aggregate 356 
miles of first main track. The inability of the company to 
carry on and complete the construction work was particularly 
unfortunate, since much of the new line, when completed, will 
give the system new main routes which should be particularly 
profitable. It should be noted that in the lines shown as under 
construction, that of the Colorado Southern, New Orleans & 
Pacific from Opelousas, La., to the Texas state line, 102 miles, 
and from Crowley, La., to Eunice, 22 miles, was in operation 
pending completion of construction on June 30, but is not in- 
cluded in average miles operated. 

The fact that stockholders during the past year have au- 
thorized a mortgage securing $115,000,000 bonds, of which $17,- 
509,044 have been issued, but all of which are still owned by 
the company, gives the key to the present situation of the 
Frisco. If the company could sell its bonds the outlook for 
next year would be promising indeed. It has the bonds and 
it has completed work for which these bonds are properly 
issued, but as long as it cannot dispose of them it has no way 
of reimbursing itself for work already completed or of ac- 
quiring capital to carry on construction now under way. 

The balance sheet shows that cash on hand and in the 
hands of fiscal agents amounted to $2,661,981 on June 30, a 
decrease of $592,604, and current assets; including supplies on 
hand valued at $3,986,304, and advances account of construc- 
tion, fundable, $3,597,625; amounted to $36,324,780; but this 
includes $21,545,686 of securities in the treasury, so that 
strictly current assets amounted to but $7,194,967, while cur- 
rent liabilities were $21,184,700, an increase of $7,559,927. 
The single item audited vouchers and payrolls, amounted to 
$5,374,339, an increase of $1,263,454. The amount of notes 
payable more than doubled during the year and reached $11,- 
987,036 on June 30. The St. Louis & San Francisco has plenty 
of assets, but the difficulty is to dispose of them advantage- 
ously. 

The Frisco was even harder hit by the business depression 
last year than the Rock Island, and it had the same difficulties 
with its transportation expenses. The total operating reve- 
nue was $35,806,132, a decrease of 6 per cent. from 1907, while 
net operating revenue amounted to $10,713,207, a decrease of 
20 per cent. The very fact that 1907 was an unusually pros- 
perous year, and that transportation expenses especially 
showed large decreases from the previous year, makes the 
comparison between 1998 and 1907 look rather unfairly black 
for last year. 

Both freight and passenger earnings decreased, but in the 
case of freight this decrease in earnings corresponded to a 
decrease in the number of tons carried, while in the passenger 
department the number of passengers carried one mile totaled 
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414,178,289, an increase of 16 per cent., the decrease in passen- 
ger revenue of $239,290 being caused by the compulsory re- 
duction of rates in many states. The average rate per passen- 
ger per mile last year was 2.15 cents, being 15 per cent. less 
than the average rate collected in the previous year. The 
passenger business of a railroad is generally far less profit- 
able than its freight business, so that the large increase in 
the volume of this business and decrease in the rate received 
per unit may quite probably account for a considerable part 
of the increase in transportation expenses. The freight train 
mileage last year was 11,173,792 miles, a decrease of 14 per 
cent., but the passenger train mileage was 8,985,918 miles, an 
increase of 25 per cent. 

There were 15,275,619 tons of revenue freight carried last 
year, an increase of 878,535 tons, and at the same time the 
average haul per ton decreased from 164.5 miles to 161.4, and 
the average revenue per ton per mile decreased from 1 cent to 
.97 cents. The decreases in tonnage of some of the commodi- 
ties carried were so great that the general hard times fails to 
explain them. There were 335,746 tons of wheat carried last 
year, a decrease of 31 per cent., and the tonnage of products 
of agriculture decreased by 17 per cent. The decrease in ton- 
nage of packing house products other than dressed meats 
amounted to 44 per cent., and of animals and animal products 
as a whole to nearly 9 per cent. It is rather unusual to note 
that products of forests increased 4 per cent., being due to an 
increase of 25 per cent., in products of forests other than lum- 
ber. Bituminous coal, the tonnage of which forms about 31 
per cent. of the total number of tons carried, decreased but a 
little over 4 per cent. 

Expenses for maintenance were rigidly held down during 
the last year, the expenditure for maintenance of way show- 
ing a decrease of nearly 14 per cent., and expenditure for 
maintenance of equipment decreasing over 2 per cent. In 
detail the average expenditure per mile of road on maintenance 
of way was $952 last year as compared with $1,068 in 1907 
and $799 in 1906. The unit costs of repairs of equipment were 
as follows: $2,205 per locomotive in 1908 as against $2,508 
on the preceding year; $686 per passenger car as compared 
with $781 in 1907, and $54 per freight car as compared with 
$62 in the previous year. The rolling stock of the company, 
however, was increased during the year by the addition of 44 
locomotives, 75 passenger cars and 3,282 freight cars, and since 
the equipment increased to about as great an extent in the 
previous year, the average expenditure for maintenance while 
not large may be perfectly adequate since there is so much 
new equipment on the lines. 

Like the Rock Island, the Frisco could not make a saving 
in most of the items that go to make up transportation ex- 
penses. The amount of wages paid increased from 5 per cent. 
in the case of station employees to 15 per cent. in the case of 
crossing flagmen and gatemen, most of the increases being 
about 5 per cent., although the wages of yard conductors and 
brakemen showed a decrease of a little less than 2 per cent. 
The increases, of course, are primarily due to the general up- 
ward movement prior to the panic. Many of the 1906 and 1907 
increases were made too late to show their full effect in the 
previous fiscal year. Loss and damage to freight amounted 
to $679,986, an increase of 33 per cent., and loss and damage 
to baggage amounted to $23,740, an increase of 122 per cent. 
On the other hand, injuries to persons cost $335,930, a de- 
crease of 17 per cent. 

The current problem of a road like the St. Louis & San 
Francisco, which operates in a country growing rapidly, and 
with great natural resources as yet but slightly developed, is 
simply one of tiding over hard times until the certain re- 
turn of prosperity. If the arrangement by Kuhn, Loeb & Co., 
New York, for meeting the St. Louis & San Francisco notes, 
amounting to $7,100,100, due December, 1908, means that these 
bankers are to finance the needs of the Frisco when the bond 
market is favorable for selling such securities, as the Frisco 
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has to offer, the hardest problem of the company should be 
solved. 

The following table shows the results of operation for the 
last two years, the figures for 1907 having been rearranged to 
correspond to the form prescribed by the Interstate Commerce 
Commission: 


1. 1907. 
Average miles operated........ 5,062 
WPGIGHE FOVOMNE ici ea ee scies $23, 976. O87 $26,534,640 
Passenger revenue ........... 8,927,037 9,166,327 
Total operating revenue....... 35,806,132 38,253,981 
Maint. of way and structures.. 4,822,333 5,584,889 
Maintenance of equipment..... 4,607,462 4,715,225 
ya OA ear rte eA ay ae 833,825 873,974 
"PEATISROPUATION  oc.6c cccces cease 13,746,380 12,709,598 
Total operating expenses....... 25,092,925 24,856,575 
DRE CRs a. vkeveit ciaier a eve aaene Ken eers 948,415 96,958 
Net operating income......... 9,764,793 12,500,448 
Grose: MCOME® «0:26.55 5 6 ems ys RE (313,350 14,373,639 
RCE COUNG soar ite cone lacie eas 459,066 4,158,583 
PAV ROMNI al ec elincrers nerd iuete eee es 199,742 199.742 
SSUET Ge odo 5:3 ooo sieve oa eae oats 259,324 3,958,841 
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TRAIN ACCIDENTS IN SEPTEMBER.* 





Following is a list of the most notable train accidents that 
occurred on the railroads of the United States in the month 
of September, 1908. This record is intended to include usual- 
ly only those accidents which result in fatal injury to a pas- 
senger or an employee or which are of special interest to 
operating officers. It is based on accounts published in local 
daily newspapers, except in the cases of accidents of such 
magnitude that it seems proper to write to the railroad 
manager for details er for confirmation. 





Collisions. 

No. persons 

———Kind of —~ -reported— 

Date. Road. Place. Accident. Train. Kil’d. Inj‘d. 
2. C., R. I. & Pac. Chickasha. xe. Ft. & Ft. 3 0 
4. Bost. & Maine. . Lawrence. xe. Ft. & Ft 2 1 
5. Nor. Pacific ...Plains. be. P. & Ft 9 y 
10. Lk. Sh. & M. S.Adrian. re. Ft. & Ft 2 3 
"11. Pitts. & Lk. E..Youngstown. xc. P. & Ft 1 0 
+714. Lk. Sh. & M. S.Chesterton. re. P. & P. 1 28 
14. Southern ......Manassas. be. Ft. & Ft 0 5 
E%. ~~ Arbor ....Mt. Pleasant. be. Ft. & Ft 1 4 
a ee 31 ee . Kennedy. re. Ft. & Ft. 1 0 
ae Pitts. & Lk. aw . Gibsonton. xc. Ft. & Ft. 1 7 
17. Bess. & L. E.. ‘Meadville Jn. re. Ft. & Ft. 5 2 
21. Mo. nae .... Weeping Water. be. P. & Ft 0 38 
22. Erie «...<.. ««« + Orscneads, re. Ft. & Ft. y 2 
725. Nor. Pacific....Young’s Point. be. P. & Ft. 23 12 
25. Colo. & So.....Cucharas Jn. xe. Ft. & Ft. 2 1 
29. Union Pacific... Kearney. xe. P&P. 0 5 

Derailments. 

No. persons 

Cause Kind reported ~ 

Date. Read. Place. of derlmt. of train. Kil'd. Inj‘d. 
1. Bost. & Maine. .Waltham. unx. Ft. 1 0 
2. Del. & Hud.....Sidney. exc. speed. Pass. 0 2 
2. Southern... ..<.. Scotland, Ga. unx. Ft. 1 1 
5. Chic. & N.-W....Langley. ms. Ft. 2 2 
10. Lehigh Valley..Perth Amboy. unx. Ft. 1 0 
13. Lk. Sh. & M. S.. Huron. unx. Ft. 2 1 
ES Ro sie co wea Geneva. ms. Pass. 0 12 
714. Yazoo & M. V...Clarksdale. d. track. Pass. 4 26 
16. Mo., "i & Tex. .San Marcos. d. track. Pass. Uv 20 
19. €. 3 & Pac.. Searcy. ms Pass. 0 rg 
19. Cites” & Ohio... Lanexa. unx. Pass. 1 4 
19. Int. & G. Nor...Kyle. unx Pass. 1 12 
20. Kan. C, South... De Queen. d. track. Ft. 3 0 
23. Balt. & Ohio... .H. de Grace. d. bridge. Ft. 0 1 
24. St. L. & S. F...Carthage. unx. Pass. z 1 
24. Southern ...... Duncan. ms. Pass. 2 4 
28. Ill. Cent........Dwernon. ms. Pass. 1 2 

Other Accidents. 

No. persons 

Cause Kind —reported— 

Date. Road. Place. of accident. of train. Kil’d. Inj’d. 
2. Den. & Rio Gr..Thompson’s. boiler. Pass. 0 2 
3. i T. & S. F....Kadrow. boiler. Ft. 2 1 
t. te A z A. P....¥OaGnuUm. boiler. Ft. 2 1 
15. Mo. & Tex.. Windsor. explosion. Ft. 5 20 
2. uw & St. P... Portage. boiler. Ft. 2 1 


The collision at Plains, Mont., on the 5th, is said to have 





1 Abbreviations and marks used in Accident List: 

re, Rear collision be, Butting collision xe, other collisions 
, Broken——d. Defective unf, Unforeseen obstruction unx, 
unexplained——derail, Open derailing switch ms, Misplaced switch 
ace. obst., Accidental obstruction malice, Malicious obstruction 
of track, etc. boiler, Explosion of boiler of locomotive on road—— 
fire, Cars burned while running P., or Pass., passenger train oe 
or Ft., freight train (includes empty engines, work trains, etc.) As- 
terisk, Wreck wholly or partly destroyed by fire——Dagger, One or 
more passengers killed. 
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been due to the non-delivery of a train order. Of the nine 
persons killed, four were trespassers. The passenger train 
was running at high speed at the time of the collision. A 
coroner’s jury held that the operator who received an order 
for the passenger train after it had passed his station, was 
ignorant of the rules; that the train despatcher violated 
the rules, and that blame was also attributable to a former 
chief despatcher, who had employed incompetent operators; 
and, finally, the company is charged with negligence in keep- 
ing incompetent men in responsible positions. 

The collision at Chesterton, Ind., on the 14th, is said to 
have been due to disregard of an automatic block signal, the 
atmosphere being filled with dense fog and smoke at the time. 

The collision at Young’s Point, Mont., on the 25th, resulted 
in the death of 21 passengers. In this case an eastbound pas- 
senger train, running at regular speed, collided with a west- 
bound freight. The smoking car in the passenger train was 
telescoped by the baggage car ahead of it and most of the 
victims were in the smoking car. The line at the point 
where the collision occurred is straight for 114 miles, but 
there was a blinding snowstorm, which appears to have 
prevented the enginemen from seeing far ahead. The freight 
train was encroaching on the time of the passenger train 
without authority. A flagman had been sent ahead, but he 
had not gone far enough to furnish adequate protection. 

In the derailment at Clarksdale, Miss., on the 14th, in 
which four passengers were killed, two passenger cars were 
overturned and fell down a bank. The reports say that the 
roadbed had settled so as to make a low place in the track. 

The train derailed at Searcy, Ark., on the 19th, consisted 
of a single motor car. The car was badly wrecked. 

The derailment at Havre de Grace, Md., on the 23d, was 
accompanied by a notable bridge disaster, but the cause has 
not been cleared up. The bridge, about 75 ft. above the 
Susquehanna river, is being rebuilt and enlarged, and the 
part that failed consisted of temporary plate girders resting 
on temporary wooden piers. About 600 ft. of this structure 
fell, causing a great loss, and compelling a diversion of all 
trains to the Pennsylvania Railroad for about seven miles 
for many days. The person injured was a watchman in 
charge of the bridge. It was reported that the structure had 
been tampered with by enemies of the bridge company, dyna- 
mite having been found around the structure, but there ap- 
pears to be no satisfactory basis for this theory. The testi- 
mony of eyewitnesses affords little information. A car in 
the middle of the train may have run off the track and in 
dropping to the floor so disturbed the traveler as to cause 
it to fall, but the train was moving very slowly and as yet 
no evidence has been found. The traveler used in erecting 
the new trusses was 104 ft. high, and the first trouble was 
immediately under it. 


Of the 14 serious electric car accidents which we find in 
the newspapers in the month of September, five are reported 
as resulting fatally to one or more persons, and the total 
number of fatalities is eight. The number of persons re- 
ported injured in these five accidents was 89. 





FOREIGN RAILROAD NOTES. 





Of the 22 “directories” into which the Prussian State Rail- 
roads are divided, no less than nine have lost their presi- 
dents within 12 months, four by death, the others retired on 
account of age or ill health. 


A railroad clerk named Schneider, employed in the freight 
office at Carlsruhe, wrote a paper on the relations between the 
railroads and agriculture in the Grand Duchy of Baden, which 
was so highly regarded that the University of Freiburg gave 
him an honorary doctor’s degree, though Schneider had no 
academic education. This is a very rare thing for a German 
university to do. 
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THE GROWTH OF THE ANGLE BAR. 





BY M'LEOD THOMSON. 

The development of the angle bar may be shown to 
advantage by illustration. The accompanying series of figures 
show the progress and some new patterns ~vhich are thought 
to embody the most recent ideas. 

In the early stages during the transition from the bull-head 
rail to the T-rail, the plain strap bar, as shown in Fig. 1 was 
used. Stiffness of the bar was not yet a consideration, since 
no effort was made to fit the bar to the head and to the foot 
of the rail. It was bolted tightly against the rail web and 
its principal function was to keep the rail ends in line and to 
prevent them from pulling-away from each other. With the 
use of this bar the objectionable slotting of the rail foot was 
eliminated and holes were drilled through the rail webs. This 
flat bar was a step from the supported to the suspended joint 








Fig. 6. Fig. 7. 


and it took the place of the cast chairs which rested on the 
tie and in which the rail ends fitted. 

It soon became apparent that some stiffness was required 
at the rail joint, and about 1865 the splice plates were made 
deeper and their upper and lower edges were fitted to the 
head and to the foot of the rail, as shown in Fig. 2. This 
permitted the plates to carry part of the load and the change 
gave better results; but the under side of the pear-shaped rail- 
head in use at that time was at an angle of about 60 deg. from 
the horizontal, which resulted in too much strain being thrown 
on the bolts. This angle was changed to about 22 deg. on rails 
rolled later, but was afterwards changed again to 30 deg., on 
account of the difficulty found in rolling. It then gradually 
diminished to the 13 deg. and 15 deg. angles prevailing to-day. 
The reduction of this angle made it possible to design a pair 
of bars of this type which had about 20 per cent. of the stiff- 
ness of the rail. The metal in them was economically dis- 
tributed for stiffness and was located nearly symmetrically 
with reference to their horizontal and vertical neutral axes. 

Increasing loads made still greater stiffness necessary and 
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it was here that the trouble began. Metal had to be added, 
but it could not be so favorably placed, nor could its stiffness 
per unit area of cross section be as little as that of the metal 
used in the plain upright bars. An angle bar was the only 
way out of the difficulty, and this was made by adding the 
outwardly extending flange, as shown in Fig.3. With this design 
the greatest stiffness obtained was about 30 per cent. of the stiff- 
ness of the rail. The difficuities in the way of adding metal 
more advantageously, and thus improving this first type of 
angle bar, may be appreciated when we realize that it has 
prevailed almost unchanged for more than thirty years, and that 
it is only within the last few years that it has been to a great 
extent superseded by the deeper girder forms. 

To get a proper idea of this development of the angle- 
bar, one mechanical principle must be held uppermost in mind. 
When a splice bar composed of members extending at angles 
to each other and held to the rail by bolts only through the 

















Fig. 8. Fig. 9. 


upright member between the fishing angles is subject to a 
vertical load, any member of it lying in a plane at an angle 
to the vertical, such as the foot of the ordinary angle bar, 
has a tendency to spring or buckle to the position in which 
it will have the least stiffness and therefore bend the easiest. 
This of course is the horizontal position. In other 
words, all members of the bar lying at an angle 
to the vertical will tend to close up to the horizontal position 
under a vertical load. For a given load, this buckling 
tendency increases as the direction in which the bar extends 
approaches the horizontal, and the amount of buckling depends 
largely on the length of the member and on the fillet or dis- 
position of metal at the outer edge of the bar, which acts as a 
brace to prevent such buckling. However, the fact that the 
member buckles at all means that the metal on the opposite 
side of the buckling point from the main vertical position of 
the bar is of very little use for stiffness and might just as well 
be eliminated, as far as this feature is concerned. 

Referring to the accompanying figures, the dotted lines show 
the positions, somewhat exaggerated, which the members of 
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the bars assume under vertical load. The figures also show 
the positions of the vertical and horizontal neutral axes as 
affected by the various additions of metal. It is desirable to 
have the vertical neutral axis located inside of the face of the 
bar gripped by the bolts, in order that there may be no cross 
strains on the bolts; also, the centre of gravity of the bar 
should be as close to the rail as possible. The addition of the 
foot to the angle-bar pulled the vertical axis away from the 
rail further than the position it occupied in the plain plate, 
but not sufficiently to make any practical difference, 
Referring again to Fig. 3, it will be noted from the position 





Fig. 10. 


of the buckled member shown dotted that the metal in the 
outer edge of it, which should be the most efficient for stiff- 
ness on account of its being the greatest distance from the 
horizontal axis, is really the least efficient, since it is outside 
of the buckling point. 

As early as 1875, extended tests were made in Europe to 
obtain a form of bar that would have stiffness equal to that of 
the rail. The girder-form shown in Fig. 4 was tried. The addi- 
tion of the girder member gave a pair of bars with a relative 
stiffness of about 70 to 75 per eent., which was about double 
the relative stiffness of the plain angle bar. By the addition 











Fig. 12. 


of large masses of metal to prevent buckling, bars of this 
type were made as stiff as the rail, but even with the buck- 
ling eliminated, the design did not prove to be a happy one. 
The addition of the lower flange pulled the vertical axis of 
the bar out beyond the face gripped by the bolts. This created 
resisting stresses in the bar, which, together with the bear- 
ing the flange took in frozen or other unyielding roadbed, 
created a constant tendency for the bar to assume the posi- 
tion shown in dotted lines. The buckling tendency charac- 
teristic of the angle-bar shown in Fig. 3 was also present in 
this type and the bearing of the girder flange on the road- 
bed increased the buckling action. The resulting cross strains 
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on the bolts were very objectionable and the joint lost a large 
part of its stiffness because of imperfect fitting of the bars. 
About 1885, another attempt was made to improve the angle- 
bar by adding a horizontal member extending under the rail 
base, as shown in Fig. 5. This change evidently was not 
made with stiffness alone in view, since the flat base flange 
placed at right angles to the load stresses is in its most 
unfavorable position. The effort was more to provide a sus- 
pended rolled bar having a base support somewhat similar 
to the cast chairs used in the earlier days. The principal 
advantage of the base member was to hold down the outer 





Fig. 11. 


edge of the upper portion of the bar and thus somewhat 
increase its outer stiffness by preventing the buckling. An 
attempt was made to make this design of bar, aS well as the 
girder form shown in Fig. 4, equal in stiffness to that of the 
rail by adding a large mass of metal around the rail base; 
but this method when followed out in this base supported 
form proved to be more harmful than beneficial, since the 
rigidity of the jaws pinched off the rail flanges and since 
the heavy mass of metal acted as an anvil under the rail 
ends, which caused excessive battering of the rail-head. 
Consequently, in the later patterns of this type of bar, its 
members were made lighter and suf- 
ficient stiffness was sacrified to over- 
come the other defects and to reduce 
the cost of manufacture. 

About 1895, a bar was designed 
having an inwardly extending girder 
flange as shown in Fig. 6. The idea 
was te keep the vertical neutral 
axis of the bar inside of the face 
gripped by the bolts, and also to 
cause the girder to buckle or 
spring upwardly and inwardly suf- 
ficiently to counteract the upward 
buckling of the member fitting the top of the rail base. The 
design proved to be a good one in that it partially fulfilled 
both of these requirements and consequently provided the 100 
per cent. stiffness with very much iess metal than the former 
types, and with less of the other objectionable features as 
well. The bar under load has a tendency to assume the posi- 
tion shown in dotted lines. An attempt was then made to 
eliminate all of the buckling above the rail base and thus 
get more stiffening effect from the girder member. This was 
done by providing a heavy upper member and; by spacing 
it at a greater distance from the rail, in order to shorten 
and thicken the outwardly extending member, as shown in 
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Fig. 7. This proved to be a very efficient design of 100 per 
cent. strength, but the upper portion was necessarily heavy; 
this added considerably to the cost of manufacture, and the 
large mass of metal caused battering. 

Within the last two years, a bar with a light upper portion 
has been designed, which eliminates the buckling as efficiently 
as the heavy top portion shown in Fig. 7. A comparatively 
light slanting web member is used, as shown in Fig. 8. A 
vertical outer face for the nuts was provided by a small 
bevel washer at each bolt, or the slanting face of the bar was 
milled enough to make the vertical outer face, in which case 
a thicker web was used. 

Still further improvements in detail were made last year. 
They are shown in Fig. 9, and also in Figs. 10, 11, 12 and 13. 
These show comparatively light bars in which almost all the 
buckling is eliminated, making their stiffness proportional to 
their moments of inertia. It is this buckling feature that 
has upset the calculations of many who have figured the stiff- 
ness of various rail joints as proportional to the moments 
of inertia of the cross sections of the bars. It must be 
apparent, to all who have considered this matter carefully, 
that this relation between the moment of inertia and the cross- 
section does not hold good when there is any buckling action 
present. A bar in the form of a Z might have a relatively 
high moment of inertia with reference to its horizontal neutral 
axis, but such a bar would very easily collapse under a ver- 
tical load. The T-rail or I-beam is a good example of metal 
distributed in such a way that nearly all of it exerts its 
greatest efficiency for stiffness, and it is this T-rail idea that 
has recently been applied to the splice bar. | 

In the patterns of bars shown in the last five figures, the 
effort has been to make every ounce of metal count, reducing 
the metal and therefore the cost of the bars to a minimum, 
and vet retain the required stiffness and resiliency. It has 
been proven during this last year that a considerable amount 
of metal could be saved by reducing the thickness of the 
upper web and the thickness of the depending flange, as shown. 
Tests have shown that these portions could be reduced to 
34 in. and 3; in. respectively, without perceptibly affecting the 
stiffness of the bar. In fact, on a test machine, bars with 
reduced sections showed a rather more favorable deflection 
curve than similar bars which did not have their sections 
reduced. 

The recent effort and activity along these lines has been to 
produce a bar which will have all of its parts taxed to the 
maximum, and which will fail all over at one time. Such a 
bar would. have no weak link and would be the strongest 
and cheapest that could be made with a given amount of 
metal. The various ribs, fillets, flanges and curves that make 
up these latest patterns all have their particular functions to 
perform. Lateral as well as vertical stiffness and resiliency 
has been considered, as well as the rolling of the bar, the 
spiking facilities and the many other features which a prac- 
tical and efficient splice bar must meet. 

Fig. 10 shows a section of an extra heavy joint designed 
for a railroad that wanted to prove the greatest practical 
possibilities of the girder joint without regard for weight or 
cost. Its moment of inertia relative to that of the rail is 
150 per cent. Fig. 11 shows the other extreme, a very light 
girder joint intended to meet price conditions where no more 
metal couid be used than it takes to make the ordinary 
angle-bar. Its moment of inertia as compared with that of 
the rail is 71 per cent. 

Fig. 12 shows a side elevation. of a four-hole, girder-type 
joint of a late design and as now in service. Other late 
improvements, not shown in Fig. 12, have been in service on 
some large eastern roads for more than a year, the section of 
bar used being similar to that shown in Fig. 9, and the rela- 
tive stiffness being about 104 per cent. 

Fig. 13 shows a late form of angle-bar, embodying the thin 
slanting web and the T-rail section idea, but without the 
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girder member. The buckling tendency of the ordinary angle- 
bar is eliminated, and therefore its moment of inertia may 
be taken as proportional to its stiffness. A pair of bars of 
this design has a stiffness, calculated in this way, equal to 37 
per cent. of that of the rail. This stiffness could be increased 
to 42 per cent. within practical limits. 

From the foregoing outline history of the development of 
the angle-bar, and from the description and figures illustrating 
the latest designs, it may be readily conceived how intricate 
and how troublesome this development has been. During the 
last two years the angle-bar has gone through the process of 
refinement. More study has been devoted to it and more 
results accomplished during this short time than has been 
attained in any previous period of ten years. This is largely 
due to the tremendously increasing loads and traffic condi- 
tions, as well as to the increasing necessity for railroads to 
figure more closely in economizing on maintenance. The 
result is that splice bars are being rolled to-day which are 
the lightest and the cheapest that have ever been. produced to 
successfully meet the heaviest conditions. Economical modi- 





Fig. 13. 


fications are also available so that a bar can be produced that 
will be in keeping with the pocketbooks of such railroads as 
can not afford the best. This all means better riding track 
and large reductions in cost of maintenance, 





EXTENSION OF “A. B. C.’”?’ RULES ON NORTHERN 
PACIFIC. 

As stated by the Railroad Age Gazette in its issue of October 
9, page 1109, the Northern Pacific has extended the A B C 
system of train operation from Trout Creek, Mont., to Auburn, 
Wash., a distance of 531 miles. The change on this part of 
the line was made on October 9. The results were so satis- 
factory that it has now been decided to extend the operation 
of this system also from Trout Creek easterly to Billings, 
Mont., a distance of 488 miles. When this change is made 
the total mileage operated under A B C rules will be 1,019 
miles; 

The change on the lines west of Trout Creek was made 
under the supervision of B. E. Palmer, General Superintend- 
ent of the lines west of Trout Creek, and the installation 
from Trout Creek to Billings will be made under the super- 
vision of G. A. Goodell, General Superintendent of the lines 
from Mandan to Trout Creek. 

The bulletin giving instructions for the change in operation 
was accompanied by blueprints prepared for the use of train 
despatchers, indicating the nature of the various station lay- 
outs, the location of the switches and showing whether or 
not the approach to the station is on a curve or a tangent. 
This blueprint is placed in a long narrow frame and stands 
directly in front of the despatcher as he works at his table. 

The bulletin issued to trainmasters, despatchers, operators, 
conductors and engineers on the Idaho division, of which A. 
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Beamer, originator of the A B C rules, is Superintendent, is 
as follows: 

Effective at 12.01 a.m., October 10, and until further ad- 
vised, trains Nos. 1, 2, 3, 4, 5, 6, 15, 16, 17, 18, 58, 54, 91, 92, 
57 and 58, being all of the time card trains shown on Idaho 
Division Time-table No. 29, are annulled between Trout Creek 
and Spokane. All trains, including passenger trains, will be 
handled between Trout Creek and Spokane under A. B. C. 
despatching and block rules, which provide that all the run- 
ning rights that a train has at any time are conferred upon 
it through the medium of a block card (sample attached). 
These block cards will be issued by the train despatcher, as 
a rule, one block in advance of the train. 

A block is understood to mean the section of main line ex- 
tending from the signal semaphore at one telegraph office to 
the signal semaphore at the next telegraph office in advance. 

Blocks may be shortened by the establishment of new tele- 
graph offices, or extended by closing established telegraph 
offices, either by discontinuing them altogether or by discon- 
tinuing telegraph service at such offices for certain hours as 
the necessity of the service demands. Whenever a change is 
made in telegraph service whereby a block is either shortened 
or extended the fact of such change being made will be bulle- 
tined for information of all concerned. In the absence of 
such bulletin or telegraphic instructions over the signature 
of the Superintendent the following list of blocks will govern: 


Block Telegraph Block Telegraph 
No. Between service. No. Between service. 
1. Trout Creek ... 24hrs. 9. Sand Point .... 24hrs. 
and and 
PONCOR. as 50s 24 * Cocolalla ..... ya 
and and 
2A VOR ccsiges eae 10. Granite ...3a.m. to9 p.m. 
and and 
ee: ae 24 ** TE. - AG oe cc eae 24 hrs. 
and 
4. Cabinet ......; 24 “ eee 24.* 
and and 
5. Clarks Pork .... 24.‘ 18.. Rathdrum ..... 24 “ 
and and 
GC Hage. ..cs.ceecs 24°‘ 14. Maweer <6. <s 24).¢ 
an and 
fe ORGRME or ac0%eia 7 a.m. to6 p.m 15. Trent ....5a.m. to 11 p.m. 
* and and 
8. Sand Point .... 24 hrs. 16. —_— Dee aatas 24 hrs. 
an 
17. Spokane ...... 24 “ 


Train and enginemen are prohibited from accepting or run- 
ning on a card purporting to authorize them to pass an open 
telegraph office. 

No train will, except under flag protection, be allowed to 
leave a terminal or pass a telegraph office in the above de- 
scribed territory without both the conductor and engineer 
first securing a block card authorizing the train to use the 
block in advance, no matter what may be the position of the 
signal semaphore. 

Immediately following the departure of a train from 2 tele- 
graph office the operator will report its departure to the 
despatcher and to the operator at the next telegraph office in 
advance of the train. 

Immediately upon receipt of this report the operator at the 
office in advance will assure himself whether the block in 
advance from his office is clear, and if so, he will at once 
ask the despatcher, in the form provided, for the block in 
advance for the approaching train. If his record shows the 
block in advance is occupied by another train, he will hold 
his signal against the approaching train at the horizontal 
or stop position until advised that the block in advance is 
clear. 

Having secured the block card from the despatcher he will 
at once secure from the operator at the next office in advance 
a pledge of the block for the train for which the despatcher 
has authorized the block card. After this has been accom- 
plished he will place his signal on the lower angle or clear 
position and deliver a copy of the card to the engineer and 
another to the conductor as the train passes his office. 

Trains approaching telegraph offices and finding signal at 
clear will understand from this that the block ahead is clear 
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and will pass the telegraph office without reducing speed, 
catching the block cards as they pass. If, however, from any 
cause the cards should not be secured the train will be brought 
to an immediate stup and will not proceed until the cards are 
secured. 

Despatchers will under no circumstances issue for a train 
a block card which bears any exceptions requiring them to 
perform any service at the office where the train receives the 
card, unless advised by the operator that the train has stopped, 
and that he can make delivery of such card before the train 
passes his office. 

Conductors and engineers will immediately examine the 
block card following its receipt by them and make sure that 
it is correctly made out. They will follow implicitly all 
instructions given them thereon. If directed to take siding at 
a station they will do so disregarding a signal to come down 
the main line, the idea being that the rights conferred on 
the train by a block card cannot be extended by a signal, but 
may be restricted by one. 

Station semaphore signal when on the horizontal or showing. 
red indicates “Stop on main line before passing signal sema- 
phore.” 

When on the lower angle or showing green, indicates “Block 
ahead clear.” 

The upward angle showing yellow will not be used. 

When the view of station signal is obscure, distant signals 
are provided, whose indications are the same as those de- 
scribed above. 

When taking siding to meet an opposing train or to be 
passed by a following train, trains will head in at the first 
switch at all points where lap sidings are provided. This 
reverses Our present operation requiring trains to head in at 
the lap. 

All exceptions, and the name of the telegraph office in 
advance, must be repeated to the despatcher by the receiving 
operator. 

When necessary to change instructions on cards that have 
already been put out by the despatcher, he will invariably 
do so by annuling the card containing the instructions which 
it is desired to change. This will be done by issuing a card 
under a regular number, addressed to the conductor and engi- 
neer concerned, authorizing the movement required, and under 
the head of exceptions on that card the despatcher will state 
that card No. ——, authorizing a certain movement is hereby 
annulled; care being taken to show the movement and the 
exceptions on the card it is desired to annul, as well as its 
number, so that the particular card it is designed to annul 
may be fully identified. 

Despatchers will, when making a change in meeting or: 
passing points, invariably use the term, “Instead of.” 

Operators will prepare three (3) copies of each block card 
when sent by the despatcher, one copy to be filed in the 
Office, one to be delivered to the engineer, and the other to be 
delivered to the conductor. 

When necessary for the purpose of doing switching or other 
work, to occupy the main line at a station, the despatcher 
will give the train desiring to do such work a block switching 
card on the usual form, limiting the time that the main line 
can be occupied without flag protection. On no account must 
the main line be occupied beyond the time limit expressed 
in such card. 

Despatchers may, when necessary, authorize a train to 
occupy a block in which he has previously authorized a switch- 
ing card. When this is done such a card will bear the nota- 
tion, “Except main line at occupied by train switching.” 
In all such cases train running under such a card will ap- 
proach station concerned under full control, expecting to find 
the main line occupied. 

Work trains will be given block cards authorizing them to 
occupy track between telegraph offices for a certain specified 
time, to be shown on the card. At the expiration of this time 
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the work train must be in to clear at one end or the other 
of the block concerned. 

All trains will be designated by the number of the engine 
pulling them. 

in the event of a wire failure occurring between two tele- 
graph offices, trains will simply flag across. When trouble of 
that kind occurs despatchers on the side of the break opposite 
from the despatcher in whose territory the break occurs will 
be advised of the fact by the operator closest to the break, 
and it will be understood to be the duty of the despatcher 
so notified to pick up the work of moving trains over the 
detached territory until repairs to the wire have been made, 
and the detached territory can again be handled by the 
despatching office in whose jurisdiction the trouble occurred. 

As an example: Say the wires go down between Kline and 
Cheney in despatching territory handled from Pasco. The 
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THE MANHATTAN TERMINAL OF THE CENTRAL 
RAILROAD OF NEW JERSEY. 





With the compietion of the passenger section of its new 
terminal at the foot of Liberty street, New York city, the 
Central Railroad of New Jersey and its tenant lines, the Phila- 
delphia & Reading and the Baltimore & Ohio, constituting 
the Royal Blue Line, will find themselves in possession of 
one of the most satisfactory railroad terminals along the North 
river. It is expected that the new station will be so far ad- 
vanced by January 1, 1909, as to admit of its ground floor 
waiting rooms and slips being thrown open to the use of the 
public, though the upper floor and its connection by overhead 
bridge across West street will not be entirely completed until 
some months later. 

Though the present article concerns itself chiefly with the 








New Liberty Street Terminal of the Jersey Central, in Relation to the Old Terminal. 


operator at Cheney would notify the Idaho division despatcher 
at Spokane, who would proceed to handle trains between 
Cheney and Spokane until such time as the wires were re- 
paired. 





FORMOSAN RAILROAD. 





The Trunk Railway of Formosa was formally opened Octo- 
ber 25 in the presence of General Prince Kanin of the Japanese 
army, and a large number of guests. The length of the rail- 
road line is 334 miles. Since the building of the road began 
the industries of the island have been greatly developed. Sixty- 
two miles of the completed line was taken over by the Japa- 
nese from the Chinese in 1895. Japan built the 272 miles addi- 
tional at nearly $2,000,000 less than the estimate. A conces- 
sion to build 450 miles of branch lines has been granted to the 
Formosan Sugar Refining Co., and branches aggregating 90 
miles are already completed. 


passenger station, it is necessary to state that this forms only 
a part of a complete terminal. As one of the steps toward 
the widening of West street and in connection with the re- 
moval of the bulkhead line some 180 ft. into the river, work 
on the demolition of the old Pier 14, adjoining the passenger 
station on the south, was begun in September, 1904. New 
piers, renumbered 10 and 11, have been built in replacement, 
with the exception that about 60 ft. of the space eventually to 
be occupied by the freight building and immediately adjacent 
to the passenger station, has been left as yet unoccupied for 
the requirements of traffic during the building of the passen- 
ger station. 

As will appear from the accompanying engravings, the front 
of the new terminal buildings is removed some distance 
toward the river from the position occupied by the old struc- 
ture. This distance is 130 ft., and consequently that width 
will be added to West street, while the removal of the bulk- 
head line affords an opportunity for the erection of piers 50 
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ft. longer than those previously existing, notwithstanding the 
amount cut off from the front. West street will therefore 
be 200 ft. wide, and, as in the case of the Pennsylvania 
terminal at the foot of Cortlandt street, an entrance for pas- 
sengers will be afforded by the erection of an overhead bridge 
spanning this space. The concrete piers to serve as founda- 
tions for this bridge are already in place. 

Work on dredging for the new bulkhead walls and the foun- 
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head wall was completed in November, 1906, and the founda- 
tion of the ferryhouse was finished in June of the present 
year. 

As shown by the engraving of the elevation, the passenger 
station is a handsome two-story structure, of which the sec- 
ond floor will form the principal part. It is understood, also. 
that the roof will be utilized on behalf of the city for recre- 
ation pier purposes. The front will be finished in copper worked 
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Plan of Ground Floor; Jersey Central Liberty Street Terminal. 


dations for the new station and slips was begun in May, 1905. 
In building this foundation; approximately 2,000 piles, vary- 
ing in length from 35 to 75 ft., were used. These were cut off 
16 ft. below low water mark, the space between the piles was 
filled in with crushed stone, and upon this foundation the 
concrete abutment was built. This work was extremely diffi- 
cult and the employment of divers was necessary. The bulk- 


into designs of the Ionic type, and the entire structure is 
designed to be as nearly fireproof as possible, the structural 
materials being a steel framework filled in with hollow brick. 
Concrete has been used freely in the walls and floors of the 
lower portion of the structure, and the only wood to be used 
is in the window trim. For this purpose quartered oak will 
be used. The walls of the waiting rooms on both the ground 
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Facade of Liberty Street Terminal; Jersey Central; New York City. 
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floor and the second floor will have a deep wainscoting of 
marble. 

The progress of the work upon the steel structure is shown 
by the accompanying engravings from recent photographs. 
These also show what is left of the front of the old structure, 
which will be demolished as soon as the new is in condition 
for occupancy. 

The steel work presents the appearance of lightness and 
grace. The river front of the structure is composed of two 
arches of semi-elliptical form, having a span of 69 ft. 6 in. and 
a rise of 16 ft. from the springing line. The arches are made 
up of two pairs of angles 4x 3x %& in., latticed with 24% x \ in. 
lacing to form a single member 15 in. deep. The columns are 
made up of four 6x 3%4-in. angles and a 12-in. web. The ad- 
jacent columns between the two arches are latticed with 
double-angles attached to the columns by the use of 14-in. gus- 
sets. Rivets are %-in. The outer columns are made up of 
similar angles for vertical stiffening members, united by web 
plates into a single girder 5 ft. 7 in. wide. The roof truss is 
made up of angles in the form of a lattice truss and in panels 
varying from 8 ft. 9 in. to 5 ft. 6 in. Upon the roof trusses of 
the several vents are carried the longitudinal members of the 
roof structure, consisting of 10-in. 15-lb. I-beams. 

The steel work of the other bents is of a corresponding 
character, though the form of the bent is changed as required 
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about 24 ft. wide. From each end and along the north and 
south walls are the passenger exits, 12 ft. 6 in. wide. All 
these passages will have granolithic floors. The intermediate 
space is occupied by a lobby, 29x 48 ft., with ticket offices ad- 
jacent; waiting rooms, 43x98 ft. and 60x74 ft.; annex, 19 
ft. 6 in. x 23 ft. 8 in., and women’s waiting room, 23 ft. 8 in. 
x40 ft., with toilet, 22x24 ft. All floors are marble mosaic, 
except offices and women’s waiting room, where oak floors are 
provided. Light shafts are provided on each side between the 
passenger exits and the waiting rooms and near the middle of 
the front for the accommodation of the offices upon each side. 

The rooms in the wings alongside the bridges will be occu- 
pied by the Union News Company and for other purposes not 
yet determined. In the rear of the waiting rooms is a plat- 
form extending the width of the building and leading to the 
bridges, giving access to the upper decks of boats. 

The feature of greatest novelty and perhaps, therefore, of 
the greatest interest, beyond the general fact of the construc- 
tion of a commodious terminal, is the machinery for the opera- 
tion of the bridges. This will appear from an examination 
of the accompanying engravings. The operating machinery is 
carried upon a group of four 60-in. plate girders carried by 
the roof trusses. These are approximately 60 ft. long, one 
group for each slip. At one end is a platform, upon which 
will be mounted the motor by means of which the bridges 
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Detail of Bridge Operating Mechanism, Showing Positive Clutch; New York Terminal of the Jersey Central. 


by the introduction of offices along the sides of the building, 
suspended passenger bridges and the requirements of a cen- 
tral passageway for teams in the place of the central column 
between the two arches forming bent 1. 

The ground floor plan shows that the space will be divided 
into three principal sections, as suggested by the architecture 
of the front elevation, of which the central section occupies 
substantially one-half the whole width. Each of the side sec- 
tions has well-defined spaces for incoming trains, outgoing 
teams and a passenger exit. In the front of the central sec- 
tion is the lobby, with ticket offices, etc., and with separate 
baggage rooms for eastbound and westbound baggage adja- 
cent on the south. Beyond the lobby is the main waiting 
room, 74 ft. x 60 ft., from which lead smoking and toilet 
rooms. An annex waiting room occupies the space in the 
middle beyond the main waiting room and between the bumper 
platforms of the two slips. 

The floors of the lobby, main and annex waiting rooms 
will be of marble mosaic. The ticket, express and parcel 
rooms, etc., will have oak floors. The baggage rooms and pas- 
senger exits will be floored with asphalt, and the team pas- 
sages and bumper platforms with wood block pavement. In 
the wings alongside of the ferry bridges space is afforded for 
ferrymaster’s office, baggage and other storage, employees’ 
toilet, etc. 

On the second floor the front of the building is occupied by 
@ passageway extending the whole width of the building and 


will be worked, power being transmitted by a shaft running 
longitudinally of the girders, with worm at four points inter- 
meshing with worm gears upon the shaft carrying the sheaves 
by which the chains connected with the bridges are oper- 
ated. The same group of girders also carries the several 
sheaves by which the dead load of the bridges is carried and 
supported at various heights, according to the fluctuations of 
the tide. 

As will appear, the machinery is designed to enable the 
operation of both the upper and lower bridges at one opera- 
tion, or to admit of disconnection or independent operation, by 
hand or otherwise. For clearness of illustration, the eleva- 
tions showing the construction of the machinery supporting 
the bridge under dead load and that for operating it under 
live load have been separated in the accompanying engrav- 
ings. As indicated in the elevation showing dead load machin- 
ery, each bridge is normally counterbalanced by a pair of 
counterweights connected by wire cable, one to each outer 
corner of the bridge. The cables pass over separate sheaves 
mounted upon the supporting girders and the counterweights 
are housed in suitable towers forming a part of the steel con- 
struction of the building. The construction of the dead load 
machinery provides for a range of 6 ft. movement above and 
below the median position shown. 

The gears forming a part of the live load machinery are 
each 48 in. in diameter, with 75 teeth of 2-in. pitch, mounted 
upon a shaft 63, in. in diameter. The sheave carried by the 
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same shaft and over which the carrying chain runs is a 
sprocket 1614 in. in diameter. The pair of carrying shafts 
for each side of the bridge is spaced 183 ft. 7 in. apart, and the 
intermediate space is 15 ft. 10 in. The chains are 1% in. 
The longitudinal operating shaft is 3 in. in diameter, and 
the worms carried by it are right and left hand double-thread 
screws for the two pairs of worm wheels, respectively. The 
chains are connected with the bridges by a 21%4-in. rod, between 
which and the chain is interposed a rubber spring, confined 
between U-bolts and plates. The other end of the chain passes 
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This shaft is operated from the lower bridge shaft by a bevel- 
gear connection near the motor end of the lower bridge shaft 
and the connection between the countershaft and the upper 
bridge operating shaft is by worm and worm-wheel. On 
this countershaft is a clutch, which may be operated from 
below by a chain and bell-crank to throw the clutch into or 
out of connection, whereby the two operating shafts may be 
operated in unison, or that of the upper bridges be thrown 
out altogether. The ratio of the bevel-gears forming the con- 
nection of the two shafts is 29 to 20, thus giving a greater 
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Machinery for Operating Ferry Bridges; New York Terminal of the Jersey Central. 


from the sprocket over a cast-iron idler and to a counter- 
weight contained within the same housing as the dead load 
counterweights. 

At the opposite extremity of the main operating shaft from 
that at which the motor is connected, a 10-ft. cast-iron hand 
chain-wheel is provided for use in case of failure of the motor. 

The shaft for operating the upper bridges is mounted in 
bearings upon a series of I-beams carried by the roof trusses 
of bents 1 and 2, parallel to the shaft from which the lower 
bridge is operated and at a distance of 11 ft. 4 in. therefrom. 


rapidity and range of movement to the upper bridges. A loose 
wheel with endless chain, which is thrown into connection 
with the upper bridge operating shaft when the clutch is 
thrown to disconnect with the main operating shaft for the 
lower bridge, furnishes a means of operation by hand. 

The construction of the terminal has been carried on under 
the direction and in accordance with the plans of the engi- 
neering department of the Central Railroad of New Jersey, 
Joseph O. Osgood, chief engineer, and George F. Morse, assist- 
ant engineer, in charge of the work. The construction has been 
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extremely difficult owing to the great volume and variety of 
traffic to be handled with as little interference as possible. 





THE GUYMARD CUT-OFF. 





The existing main line of the Erie from Guymard, N. Y., to 
Newburgh Junction has a number of grades over 1 per cent., 
the maximum being 1.25 per cent., both east and westbound. 
It became necessary to increase the capacity of this line by 
adding tracks and lowering these grades. Instead of mak- 
ing a four-track line out of the present double-track road, 
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The Guymard cut-off is 42 miles long from Guymard to 
Newburgh Junction, while the present line between these 
points is 35 miles. Between these points on the present 
line, pusher service is necessary at three places, 10 engines 
being in constant service in this work. On the cut-off there 
will be no helper grade, but just east of Port Jervis there 
is a heavy grade where pusher engines will remain in 
service. It is impracticable to reduce this grade as the line 
must rise 344 feet in the eight miles between Port Jervis 
and Guymard, and the existing road makes this ascent as uni- 
formly as possible. It is expected that when the cut-off is 











{Highland Mills 





Map of Old and New Erie Lines from Guymard to 
Newburgh Junction. 


it was found cheaper to build a new double-track road from 
Guymard, on the main line, to Highland Mills on the New- 
burgh Short Cut, 3.7 miles north of Newburgh Junction, where 
the Newburgh Short Cut joins the main line. The new 10ad 
is being built under the name Erie & Jersey R. R. As the 
old line remains in operation, this gives the Erie four 
tracks from Guymard to Newburgh Junction. These im- 
provements are part of the general plan to make 
the maximum grade between Port Jervis and Jersey 
City 0.2 per cent. eastbound and 0.6 per cent. west- 
bound, with one exception noted below, while the maximum 
curvature is to be 1 degree 30 minutes, the maximum on the 
old line being 7 degrees. The accompanying profile shows the 
grade from Guymard to Highland Mills and also the grade 
from the latter point to Newburgh Junction. This is indicated 
as being proposed, but it has now been reduced as shown. 
It is expected to increase the train load eastbound 63 per cent. 
and westbound 83 per cent. Eventually the grade between 
Port Jervis and Chicago is to be reduced to 0.3 per cent. both 
east and westbound. In connection with the Guymard cut: 
off, grades on the present line, Newburgh Junction to the 
Hackensack river, are to be reduced and alinement corrected 
to correspond with grades and alinement on the Erie & Jer- 
sey R. R. 
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completed, 19 locomotives will be able to haul as many cars 
between Port Jervis and Jersey City as 32 can at present. 
The existing line from Guymard to Newburgh Junction will 
remain in service for all passenger traffic and for local freight 
traffic. The high grades do not interfere with passenger train 
operation and Middletown is an important passenger station, 
all except one of the through passenger trains making stops 
there. All through freight traffic will go over the new line. 
It is not expected that any local traffic of importance will 
be developed on this line, as the territory is already well 
served by several lines of the Erie and other companies. 
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Profile of Guymard Cut-Off. 
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Work on the cut-off began in September, 1905, and it is 
expected that the road will be in operation by January 1, 
1909. The section from Guymard to Howells, 10 miles, is 
already in service, the first train, 61 loaded coal cars, total 
weight 4,295 tons, being hauled over it by one engine on 
October 21. For about four months in the spring of 1907 
work was suspended because the company could not get money 
on reasonable terms. Since June of that year, however, work 
has been actively under way. 

It is of standard construction with rock ballast through- 
out. The fills are temporarily ballasted with gravel and the 
track is laid with 90-lb. rail. The estimated cut work is 











Eastern Portal of Otisville Tunnel. 


4,500,000 cu. yds. of earth. There are about 76,000 cu. yds. 
of concrete work for culverts, abutments and piers for 
bridges. Nearly all of this is unreinforced. The heaviest 
cuts are the two near Mechanicstown, one of these being 95 ft. 
deep at its deepest point. From this one, 396,000 cu. yds. of 
earth and sand were taken out. The rock cut work was not 
heavy. Where most material was excavated it was of soft 
or loose stone which could be handled by steam shovels with- 
out blasting. 

The most interesting construction was the line from Otis- 
ville to Howells. The highest point between Howells and 
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Guymard is near Otisville, in a notch between two peaks of 
Shawangunk mountain. To get up to this notch, the old 
line continues along the western slope of the mountain at 
a maximum grade of 1.26 per cent., requiring pusher engines. 
On this section, from three to six pusher engines are con- 
stantly in service. The line after getting over the crest goes 
down hill, making the maximum westbound grade 1.09 per 
cent. The cut-off gets its low grade between Guymard and 





Otisville Tunnel. 


Howells by tunneling through the mountain at Otisville in- 
stead of climbing to the elevation of the notch. The aline 
ment, as shown on the map, is not far from the old location. 

The first work on the Hrie & Jersey began on the Otisville 
tunnel. Shafts were driven at the present eastern portal of 
the tunnel and ata point about midway between the eastern and 
western portals. Four headings for the tunnels were begun 
at the same time; one at the foot of the shaft at the present 
east portal, two from the foot of the shaft in the middle of 
the tunnel, and one at the western portal. At the same time, 
work was going orn in the cut approach to the eastern portal. 











) “iataialt f af f 
coat My : h ( 





yea 





Fill Approach to Walikill River Viaduct; Guymard Cut-Off. 
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No cut was necessary at the western end. The chief difficulty 
was at the eastern end, where the sand was so loose and wet 
that it was very hard to keep it from filling in as fast as it 
was dug out. The accompanying photographs show the east- 
ern portal and the interior and centering. The arch is a 
full half circle of 15-ft. radius and there are concrete side 
walls 10 ft. high from top of subgrade to springing line of 
arch. Near the west portal there is 800 ft. of tunnel through 
good sand stone (conglomerate), and here the tunnel will not 
be lined. Throughout the rest of its length, it is lined with 
concrete and brick. The shaft driven midway between the 
two portals of the tunnel will probably be closed in some 
way. The gradient of the approach to the western portal is 
0.2 per cent., in tunnel, 0.15 and 0.1, and eastern approach, 
0.3 per cent. While work was being pushed on the tunnel, 
five men, during one working month of 26 days, arched 654 ft. 
of tunnel with brick. A Haines concrete mixer with three 
‘large hoppers was used. This is shown in the foreground 
in one of the photographs. There are about 3,910 cu. yds. of 
concrete work in the tunnel. 

There are three viaducts. One is a concrete structure hav- 
ing four 60-ft. arches and two 40-ft. arches. This is over the 
Wallkill river, about half way between Middletown and 
Goshen, and was built by contract. One of the accom- 
panying photographs shows work under way on the fill 
approach to this structure. Another photograph shows the 
viaduct at Woodbury, erected by the company’s forces. This 
carries the new line across the old tracks, which are shown 
in the photograph. This viaduct is 590 ft. long. The longest 
structure is the Moodna Creek viaduct, near Salisbury Mills, 
also erected by the company’s forces. This is 3,200 ft. long 
and at one point is 196 ft. above the ground. It consists of 
alternate 40-ft. and 80-ft. deck girder spans carried on steel 
towers. It now carries but a single track. The accompany- 
ing photograph shows the two central girders supporting 
this track. It is eventually, within 10 years, to be douhle- 
tracked by adding girders on each side and strengthening 
the supporting towers. The short longitudinal girders are 
51% ft. deep and the long ones 9 ft. deep. At their ends, they 
are web connected to double traverse girders 10 ft. deep, 
which cap the towers. There are expansion joints in every 
other pair of 80 ft. girders. The photograph shows the trav- 
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Moodna Creek Viaduct. 


eler used in erecting the bridge members. It was 200 ft. long, 
30 ft. high, 19% ft. wide on centers and weighed about 100 
tons. It was of cantilever construction with enough over- 
hang, including booms, to handle material 125 ft. from the 
last completed tower. A 15-ft. crane ran from the center of 
the traveler out to its outward end, the crane running on 
1-beams 18 ft. above the floor. 

The Guymard cut-off is being built under the general charge 














Crossing of Old Line by New Viaduct at Woodbury; Guymard Cut-Off. 














NOVEMBER 6, 1908. 


of F. L. Stuart, Chief Engineer. We are indebted for informa- 
tion and illustrations to G. H. Burgess, Principal Assistant 
Engineer; C. K. Conard, Assistant Engineer in charge of the 


work, and to A. G. Norton, Resident Engineer at Otisville. 





ELECTRIFICATION OF MELBOURNE SUBURBAN LINES.* 


BY CHARLES H. MERZ, M.INST.C.E. 

(In the following article the special conditions obtaining in 
Melbourne are dealt with and compared with those in other 
great cities and the effect of these conditions on the problem 
ef electrification, and the advantages to be obtained from it.) 
The Melbourne suburban system bears a relation to the rail- 
road system as a whole very different from that obtaining in 
most leading cities of Europe and America. The relative im- 
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metropolitan traffic forms so large a proportion of the whole 
passenger business dealt with, either as regards train-mileage 
or receipts. In numbers, of course, the suburban trains ex- 
ceed the other trains in most great cities, but, while in Lon- 
don, for instance, the long-distance trains entering the Metrop- 
olis on an ordinary day number about 500 out of a total of 
8,000, or over 6 per cent., in Melbourne they form only 4.5 
per cent. of the total. The best comparison is that of the 
train-mileage; if all the railroads having termini in London 
be considered, it will be found that the suburban train-mileage 
on those railroads is less than 20 per cent. of their total train- 
mileage; in New York the proportion is even less. In Vic- 
toria, however, the suburban train-mileage forms as much as 
40 per cent. of the total train-mileage. 

In short, whereas in Europe and America the suburban 
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portance of the suburban and country passenger traffic is 


Shown by Table I.: ; 
TABLE I.—Victorian Railways—Analysis of Passenger Traffic. 











Year ending r Mileage ~ c Journeys,————_,, 
June 30, 1906. Track. Train. Passenger. Receipts. 
Suburban system.; . 298 2,772,669 59,477,123 $2,895,000 
Remaining system .. 4,006 4,080,135 5,218,252 4,389,000 
ROUAE) 6c seaiels cows 4,304 6,852,804 64,695,375 $7,284,000 
Suburban percentage 6.92 pret. 40.5 pr ct. 92.0 per ct. 39.7 pr ct. 


+The figures given for the suburban system in Table I. include the 
returns for race and special traffic, and also those for certain outlying 


sections, not comprised in Stage III. 


While possibly the Melbourne system is not unique in this 
respect, it is doubtful if on any other large railroad system the 





*Abstract of the Report to the Victorian Railways Commissioners on 
the application of electric traction to the Melbourne Suburban Railway 
system. Published by courtesy of the Commissioners. 


Melbourne Suburban System; Victorian Railways. 


passenger business of the chief railroads is in general of 
less importance than the main line business, the Victorian 
railroad system may be considered as divided into two parts 
—the suburban and the remainder. The lay-out of the system 
bears witness to the great importance of the suburban busi- 
ness, special and distinct tracks for the radial lines having 
been laid right into the city to a greater extent than in any 
other place with which I am acquainted. 

The preponderance of suburban passenger traffic over the 
country traffic has continued for some years in Melbotirne and, 
looking as far as possible into the future, it appears likely to 
continue. This seems to be due: First, to the large popula- 
tion of Melbourne (526,400) compared with that of the whole 
state, amounting to 42.5 per cent. as compared with London 
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20 per cent., Edinburgh 7.3 per cent., Paris 6.9 per cent. and 
Berlin 5 per cent. Second, to the fact that people live away 
from the center of the city and are scattered over a wider 
area than is general even in American cities, and certainly 
to a greater extent than is usual in England or even on the 
continent of Europe. This is apparent from the density of 
population which, in Melbourne, is 2,064 per square mile as 
against 9,510 in Greater London, 11,195 in New York, 19,060 
in Edinburgh, and a still greater density in Paris and Berlin. 
In Sydney, Perth and Wellington, the populations are all 
denser than in Melbourne. Third, in large measure, to the 
fact that a large part of the business which, in a European 
or American city, would be dealt with by electric tramways 
or separate electric railway systems, is dealt with in Mel- 
bourne by the suburban railroads.* 

I make this last statement having fully in mind that the 
cable tramway system in Melbourne is really excellent. Never- 
theless, the fact that the tramway system is a cable system 
is no doubt in favor of the suburban railroads securing a 
larger proportion of the longer distance suburban traffic than 
would be the case if the tramways were electrically operated. 
This arises not only from the higher speed possible with an 
electric tramway system in the outskirts, but also because 
a cable tramway system is necessarily restricted in regard to 
facility of extension and ability to deal commercially with 
light and infrequent traffic. A cable tramway is expensive to 
build and hence unremunerative to operate unless there is a 
demand for a more frequent service of cars than is the case 
on the outskirts of a large town. These drawbacks of a cable 
system, viz., the high first cost and the difficulty of extending 
it and of operating it economically with an infrequent service, 
prevent new lines, and especially long lines, being built so 
readily as with an electric system. 

The growth of travel in Melbourne and suburbs, both tram- 
way and railroad, is shown by Table II., which compares the 
suburban railroad and tramway iraffic and gives also the 
travel per head of the population. Except for the depression 
during 1902-1904, the growth has been continuous and marked. 

As the state owns the railroads, and as the business done 
by the suburban railroads is such an important one, it is of 
course proper, as well as of great benefit to the community, 
that the best possible service should be given consistent with 
consideralions of economy. Apart altogether from any ques- 
tion of competition, this is a sufficient reason for a thorough 
investigation into what electric traction can do in the way 
of improving the present service, although this is already 
better than the steam service to be found in most capitals. 

The routes of the Melbourne railroads and tramways are in 
many cases parallel, specially near the center of the city. 
It will be seen (Table II.) that the tramway receipts are 
nearly equal to the suburban railroad receipts and on the 
routes which are parallel there is, of course, considerable com- 
petition between the two systems, the traffic on any particular 
route, no doubt, going to that system which in that particular 
instance gives the greater facilities, having in view, of course, 
both frequency of service and distance to be traveled. Apart 
altogether, therefore, from the normal growth of traffic, there 
is the question of how far the adoption of electric traction in 
Melbourne, with an improved schedule speed and frequency 
of service, would result in the railroads securing a greater 
proportion of the total traffic than is possible with steam 
traction. 

I have thought it well to call attention to these general 
considerations at the commencement of my report because they 





*In London the suburban systems that form part of main line rail- 
roads carry less than one-fourth of the total suburban passenger traffic, 
the remainder being handled by separate and exclusively suburban rail- 
road systems and by tramways and omnibuses. In Sydney the subur- 
ban railroads carry only a fifth of the total suburban traffic and ac- 
count for less than one-third of the total revenue from the suburban 
passenger business ; in Paris and New York the ordinary railroads carry 
an even smaller proportion of the total suburban traffic of those 
cities; in Melbourne, out of the total traffic handled by the tramways 
— suburban railroads, the railroads now account for more than one- 
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have an important bearing on the electrification problem. The 
real problem is to decide whether it is commercially sound 
to adopt electric traction on any or all of the suburban rail- 
roads. This is necessarily largely dependent on the natural 
growth of the suburban business that will in any case have 
to be provided for; it also depends on the increase of traffic 
which will result from the adoption of electric traction and 
the additional facilities offered thereby. 

There can be no question that, even when considering the 
operation of an entirely new system where an existing equip- 
ment has not to be replaced, electrical operation necessitates 
a higher capital expenditure than steam operation does. That 
is to say, more capital is involved in providing the electric 
power station, line and rolling stock equipment than in pro- 
viding steam locomotives. 

In return for this, and especially if the train service be 
fairly frequent, electrical operation should show, if properly 
carried out, a considerable saving of operating expenses, es- 
pecially if these be considered per train-mile.* In addition, 
electric traction compared with steam traction ensures, with 
a well-ballasted track such as that of the Melbourne suburban 
railroads, an almost complete abolition of dirt, smoke, noise 
and smell; such improvements are, perhaps, of even more 
benefit to people who have to travel every day than to long: 
distance travelers and will be secured even if the goods traffic 
continues to be operated by steam locomotives, for most of 
the drawbacks of steam traction arising in this way are 
caused by the locomotive on the train itself, and only to a 
much less degree by locomotives on other trains. 

Besides these incidental advantages, electrical operation af- 
fords, where stops are frequent, the means of increasing the 
schedule speed—that is, of reducing the time for any par- 
ticular journey to an extent commercially impossible with 


TABLE II.—Growth of Suburban Travel in Melbourne. 








Journeys Receipts 
Year ending June 30. pn ai per head of per head of 
journeys. population. Receipts. euten. 
1898—Railroads ....38,912, TY ; $7.97 
Tramways ...36,245,280 1,800,000 ; 
1899—Railroads ....41,406,374 2,070,000 
166 8.17 
Tramways ...38,875,210 1,890,000 
1900—Railroads ... .45,103,936 2,330,000 
177 8.85 
Tramways ...41,661,580 2,020,000 
1901—Railroads ..50,120,411 2,580,000 
196 9.72 
Tramways ...47,195,647 2,260,000 
1902—Railroads ....52,392,749 2,630,000 
199 9.62 
Tramways ...47,261,572 2,210,000 
1903—Railroads ....50,064,367 2,560,000 
193 9.28 
Tramways ...46,832,910 2,110,000 
1904—Railroads ....49,495,738 { 2,580,000 } 
195 1 f 9.42 
Tramways .. .49,183,742 2,160,000 
1905—Railroads ... .55,156,545 2,700,000 
206 9.53 
Tramways ...50,297,357 2,180,000 
1906—Railroads ....59,477,123 2,900,000 
216 9.91 
Tramways ...52,925,654 2,280,000 
1907—Railroads ....64,162,344 3,130,000 
236 10.70 
Tramways ...60,558,098 2,520,000 


steam locomotives. 


This arises from the fact that, as the 





source of power is not carried on the train itself, a much 
greater amount of power can be applied to the train, especially 
for short times, and thus the acceleration can be increased 
beyond that possible with a steam locomotive. This same 
feature of greater acceleration also greatly facilitates the 
handling of a large number of trains over heavily-worked lines 
and in crowded terminals, and reduces to a minimum the pos- 
sibility of delay due to stoppages by signals. 





*It is usual with electric traction to run many more train-miles than 
with steam traction, because the capital having once been spent extra 
train-miles involve very little additional expenditure. This results in 
a reduction of the average costs per train-mile, even if there be no re- 
duction in the total cost of operation. 
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THE CENTENARY OF RAILROAD TRAVEL. 





BY W. B. PALEY. 
Although the fact has apparently escaped public notice, it 
is just a century since what may be termed, with no very 
undue stretching of the phrase, the first steam passenger train, 
startled its beholders with its extraordinary capabilities. The 
precise date on which Richard Trevithick’s experiments with 
a locomotive, drawing a common-road carriage upon flanged 
1 CL rails or plates began, is a matter of some uncertainty, 
but there is every reason to suppose it was on Monday, August 
1, 1808. The locality was somewhere in the angle formed by 
the Tottenham Court Road and the New Road—now called 
the Euston Road, London, probably as nearly as possible at 
the north end of Torrington Square, a neighborhood well 
known to the many Americans who prefer boarding-houses to 
hotels on their visits to London. Here, on what was then a 
piece of waste ground, Trevithick erected a circular boarded 
enclosure, charging five shillings for admission to see the 
performance of his engine. Evidence is known to exist that 
people did pay this fee, which included a ride round in the 
open landau or carriage attached to the engine, if they could 
muster up courage enough. How far this goes towards real- 
izing the idea of a passenger train everyone must determine 
for himself. - 
The trials seem to have proceeded from a bet between Trevi- 
thick and some person or persons unknown, as to the relative 





























Trevithick’s Locomotive, 1803. 


capacities for work of a locomotive engine and of a race-horse. 
The affair was to be decided at Newmarket races in October, 
1808; the London experiments being made, probably, to ascer- 
tain what chance an engine might have. Whether the un- 
timely end of these, the cost of laying a railway or plate-way 
for the engine at Newmarket, and of getting it there, or the 
difficulty of arranging fair terms, rendered the bet void is 
not known, but no trace can be found that anything was done 
at Newmarket in connection with the wager. A contemporary 
account says that it was for the sum of £10,000, that the 
engine was the favorite, the scheme being to see which could 
go farthest in 24 hours, starting at the same time. In those 
days the making of absurd bets upon every imaginable subject 
was very common, and Trevithick, having previously won 
a smaller bet over his locomotive performance in South Wales, 
was the more likely to enter into another. 

The engine used was a different one, apparently simply the 
boiler of a pumping or dredging engine, mounted on four 
‘smooth wheels, with a single vertical cylinder sunk in it. 
From a cross-beam at the top end of the piston rod, long con- 
necting rods worked the pair of wheels immediately below 
through pins in the latter. The sort of boiler Trevithick com- 
monly used had a cast-iron shell, about an inch thick, say 5 
ft. long, and 3 or 4 ft. in diameter. One end was slightly 
convex, the other open, with an outside flange round the edge. 
On this end was fitted a wrought-iron cover provided with a 
return-flue of the same material. Bars being laid in this to 
form a grate, and a funnel added to the other end outside the 
jlate, the latter was bolted to the flange and made steam-tight. 
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Thus the heating arrangement could be taken out bodily, per- 
mitting the most perfect examination or cleaning of the barrel. 
One of these boilers is at the South Kensington Museum. 
They were heavy, of course, and not very trustworthy, though 
probably the numerous failures with them were largely due 
to ignorant management. 

Trevithick gave notice in the papers that the “Racing Steam. 
engine” would commence its performances on Tuesday, July 
19, 1908, at 11 a. m. Probably it did begin then, but next 
day its proprietor had to announce that they were put off till °* 
the 25th, “the ground under the Railway, on which it was to 
run, being too soft and spongy, requiring additional support 
of timber.” However, he wrote to a friend on Thursday, July 
28, that he had “taken up the whole of the timber and iron, 
and laid balks, of from 12 to 14 inches square, down on the 
ground.” He had “nearly all the road laid again, which now 
appears very firm.” The engine was pushed round by hand to 
test the new work. It seems plain that the original failure 
was due to absence of ballast. The term balk, or baulk, is 
applied usually to large lengths of squared timber and would 
seem to imply that he used longitudinal sleepers. Although 
making a circular track with such would require elaborate 
carpentry, it would at least support the cast-iron plates con- 
tinuously. As there was no doubt of the usual size and 
weight, namely, 3 ft. long and 40 lbs. in weight, it is pretty 
clear they could not carry an 8-ton engine at 12 miles an hour 
with any system of isolated supports. Trevithick himself 
gives this as the weight of the engine, and with a cast-iron 
boiler it could hardly have been less. 

No account appeared, that the present writer has been able 
to trace, of the actual results of the trials. No notice was 
given when they would finish, nor in fact when they would 
begin, other than the one quoted, but as the letter of July 28 
says the writer “hopes it will all be complete by the end of 
this week” (July 30). Monday, August 1, was no doubt the 
actual date. Nearly 40 years later one who had ridden round 
the circular railway, timing the speed as 12 miles an hour, 
wrote that the engine “ran for some weeks, when a rail broke, 
and made the engine fly off at a tangent and upset, the ground 
being very soft at the time.” As poor Trevithick had spent all 
his means on the enclosure, and costly re-laying, while very 
few people came to see the show, he gave it up and the engine 
was not put on the road again. One reason for the lack of 
patronage was, no doubt, the insufficient advertising, while 
the two postponements, which could apparently have been 
avoided with a little forethought, must have prejudiced people 
against coming to see it. Very similar engines were used by 
Trevithick for driving dredging machinery, and for many 
other purposes. At the period in question he was engaged in 
making a tunnel under the Thames between Stepney and 
Rotherhithe, almost on the site of the one opened in June last, 
in fact a temporary suspension of these works, (which were 
never completed) gave him the opportunity to try the memor- 
able railway traction experiments which have just been 
described. 





The demand for wire-netting for railroad fences is likely 
to be great in Germany in consequence of a recent court de- 
cision. At Bochum, where the track was enclosed by a live 
hedge and wire, a valuable hunting dog succeeded in creeping 
through and getting in the way of a train, which cut off one 
of her forepaws. The owner sued for damages, claiming $240, 
which, as the bitch could go on breeding with but one fore- 
paw, seems pretty steep. The trial court condemned the de 
fendant (which was the Prussian Treasury) to pay it, how- 
ever, and the court of appeal confirmed this judgment, saying: 
An accident is unavoidable only when the utmost care com- 
patible with the economic returns of the business would not 
have prevented it. It was possible without ruining the rail- 
road to keep up a dog-proof fence. The fence at Bochum was 
not dog-proof, for the dog got through. 
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WABASH LOCOMOTIVE TERMINAL AT DECATUR, ILL. 





The Wabash Railroad placed in operation in February, 1908, 
a new locomotive terminal at Decatur, Il]., which includes a 
number of new features in the construction of engine houses, 
as well as interesting details in the methods of handling coal 
and ashes and in the plant for washing out and filling up 
boilers. The terminal was designed with the special object in 
view of handling the locomotives with the least delay, as it 
‘is well known that locomotives are often detained at round- 
houses and yards approaching them a larger percentage of 
time than they are in service. 

An unusual feature is shown in the general plan of the 
tracks, where it is seen that there are four tracks leading to 
the turntable. Two of these are for engines passing into the 
roundhouse and two for engines going out. The two entering 
tracks pass one on each side of the coaling plant, sand house 
and cinder pit, and the yard tracks are arranged so that when 
road engines are coming at the most busy time, the switching 
engines of the large freight terminal at Decatur, which require 
coal, water and other supplies four times a day, can be easily 
taken care of without interfering with the movement of the 
through engines. A large wooden building 275 ft. x 80 ft., lo- 
cated directly south of the new roundhouse, which was former- 
ly used as a coach shop, has been converted into a machine, 
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blacksmith and boiler shop, for the exclusive use of the 
terminal, and, as there is abundance of room, it is also used 
for locomotive stores and for the modern washing out system, 
which occupies considerable space. This shop has direct and 
convenient communication with the roundhouse through large 
door openings. The large roundhouse is almost a complete 
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View of Inner Wall and Turntable; Wabash Roundhouse at Decatur, Ill. 
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circle and contains 42 stalls. The width of the house, out-to- 
out of posts, is 90 ft. 10 in. It is built almost entirely of wood, 
the posts in the inner circle being 12 in. x 12 in., and those in 
the outer circle 8 in. x 8 in. The outer wall is completely 
filled with glazed sash above the window sills and below the 
sills the wall is made up of an 8 in. x 8 in. base and a 6 in. x 
8 in. sill directly under the sash; to these are fastened 
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The location of intermediate posts and the roof construction 
is plainly shown on the drawing. 

Over each pit at the apex of the roof there is a wooden 
ventilator 4 ft. 4 in. square inside with wooden slats on all 
four sides. The smokejack is shown in detail. The portion 
above the roof is 3 ft. square with a frame made of 2 in by 24 
in. angle irons. The portion extending below the roof is flared 
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Cross Section Through Roundhouse. 


expanded metal which is covered with a heavy coating of 
cement plaster which forms the finish of the walls, outside and 
in. The inner wall has solid doors with diagonal battens and 
the short space between them and the roof plate is likewise 
finished with expanded metal and plaster, no masonry being 
used in the superstructure. The post foundations and pit 
walls are all of concrete and the floor consists of 8 in. of 
cinder, 4144 in. of concrete and % in. top dressing of cement. 
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Lookouts 2x10 





Showing Framing. 


out to a wide funnel 8 ft. long and 3 ft. wide. The frame made 
of these angles is tied together by % in. round rods placed 
about 18 in. apart, and the whole jacket is covered with ex- 
panded metal and cement to prevent the iron from rusting. 
This jacket is shown in detail in our illustration. 

There are three drop pits, each of them extending under 
two tracks. Two of the pits are for driving wheels and there 
is a smaller one near the outer wall for engine truck wheels. 
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Showing Finish. 


Elevation of End Walls; Wabash Roundhouse at Decatur, Ill. 














Front Elevation. 


Rear Elevation. 


Front and Rear Elevations. 





The driving whee) pits are operated by the pneumatic 
jacks shown in our illustration. Each jack is made 
up of three 9-in. cylinders with piston rods made of 
4-in. pipe. The turntable is 75 ft. in diameter and is 
operated by an electric motor which was installed by 
George P. Nichols & Bro., of Chicago. The pits are 66 
ft. long and the raiJs are supported on wooden blocks 
8 in. x 12 in. bolted in the masonry. 

The house is heated by steam and the radiation sup- 
plied by 2-in. pipes placed alongside the pit walls, four 
on each side, under a ledge in the masonry. There are 
four 80-h.p. boilers for heating the roundhouse, office, 
machine shop and for supply to the coach yard; these 
are the old boilers which were formerly used for the 
shops. 

The house is lighted by incandescent lamps, six lamps 
being suspended between each pair of pits. The electric 
current is supplied from the power house at the car 
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shops, about 1%, miles east of the locomotive terminal, and 
about 300 h.p. of current is used for lighting the house, 
machine shop and yards, as well as the various electric mo- 
tors and pumps which are used about the plant. The cur- 
rent is transmitted at a voltage of 7,200 and a step-down to 
440 volts at the motors. There is also a step-down to 110 
volts for the incandescent lighting system. 

The house is supplied with compressed air for power pur- 
poses by a compressor driven by a 75-h.p. motor and supplying 
375 cu. ft. of air per minute. The main air pipe overhead in 
the house is 11%4 in. in diameter. Six feet from the outside 
wall there is suspended from the roof purlins a single line of 
12 in. I-beams 3114 lbs. per foot completely encircling the 
house. These support an overhead telpher, driven by an elec- 
tric motor and having a capacity of 2 tons. This is found 
very convenient in transferring wheels, heavy castings and 
other similar material. 

The water supply is obtained from the city at a cost of 4 
cents per 1,000 gal., and on account of the economy due to 
the washing out and filling system the cost of water for wash- 
ing out and filling is at the rate of only $16 per month. The 
house is fitted with pipes for blowing off and filling up boilers 
through the whole of the 42-engine stalls and for washing out 
boilers through 15 stalls. The overhead mains for this pur- 
pose consist of an 8-in. pipe for blowing off, one 4-in. pipe 
for filling up, one 8-in. pipe for washing out, two circulating 
pipes, each 2 in. in diameter for the washing out and filling 
system and one 6-in. superheater pipe. At each central post 
between the pits there are two 2-in. drop pipes, one for blow- 
ing off and one for filling boilers, and in addition in each of 
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Electric Hoist for Ash Handling Gantry. 


the 15 pits there is one 2-in. drop pipe for washing out. The 
water for washing out is used at a uniform temperature 
of 120 deg. F. and for filling at 180 deg. to 190 deg. With 
three boiler washers and five helpers, by the aid of this 
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Electric Gantry Crane for Handling Cinders; Wabash Terminal at Decatur. 
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Overhead Pipes for Hot Water, Blow-Off, Wash Out and 
Filling. 


by W. A. Hopkins, electrical engineer, and the plant was in- 
stalled and is being operated under patents owned and con- 
trolled by the National Boiler Washing Co. The system consists 
of a series of storage tanks, pumps, thermostats and regulating 
valves, as shown in the half-tone illustration. The operation 
of the system is as follows: The blow-off line is connected to 
the water leg of the locomotive and the pressure of steam in 
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the boiler forces the water and steam into a wash-out tank 
which is so arranged that the steam is separated from the 
water, going into a separate tank where it is condensed and 
used for filling purposes. The mud and water goes into the 
lower tank where the water is filtered so as to be available 
for use again. The water in the lower tank varies from 140 
deg. F. to 200 deg., and it flows from here to another tank 
which is automatically controlled by a thermostatic valve to 
admit cold water to temper the water for wash-out purposes 
so that a uniform temperature of 120 deg. F. is supplied. Elec- 
trically driven triplex Dean pumps, controlled automatically 
by a mechanical device, maintain a constant pressure of 80 
lbs. on each of the hose’s nozzles, regardless of the number of 
nozzles in use. These pumps have a capacity of 350 gal. of 
water a minute and the operation of a valve in a drop pipe in 
the roundhouse starts the pumps into action. 

After the engine is washed cut, it is filled with water taken 
from the upper tank. This water is maintained at a tem- 
perature of about 180 deg. F. The capacity of the pump 
for filling is 359 gal. per minute, and under a pressure of 
175 lbs. it takes only about 10 min. to fill a boiler, whereas, 
under the old system, it took 30 to 35 min. The system is 
so arranged that it is possible to change the water in a boiler 
and give it a fresh supply in 20 min. without removing the 
fire. It is also possible with the largest locomotives to blow 
off, wash the boiler, fill it again and obtain 100 lbs. steam 
pressure in 1 hr. and 45 min. With the use of hot washing 
water and filling water, maintained at uniform temperature, 
it is possible to do this quick work without danger from un- 
equal expansion affecting the firebox, tubes or staybolts. Under 
the old system of washing out and filling, it takes from 5 to 
8 hrs. to wash out and fill an engine and get up 100 Ibs. 
steam pressure. The saving in water used amounts to about 
60 per cent., as under the old system the water was allowed 
to run to the sewer while in the new system it is used over 
and over again. 

An interesting auxiliary to this filling system is an addi- 
tional tank which acts as a superheater. The water is forced 











Plant for Washing and Filling Boilers with Hot Water; Wabash Terminal at Decatur. 
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by pumps through this superheater, which is jacketed with 
live steam from the locomotive, by means of which the tem- 
perature of the water is raised from a minimum of 200 deg. 
to a maximum of 320 deg. This gives ordinarily a steam 
pressure of 100 lbs. in the boiler of the locomotive when sup- 
plied with this superheated steam, and it is sufficient pressure 
to use for the blower or to move the engine without building 
a fire. 

The automatic electric control for the pumps in this plant 
was worked out by the Cutter & Hammer Co., of Milwaukee, 
Wis., while the Mason Regulator Co., Boston, Mass., designed 
and furnished the mechanical controlling valves for the pumps. 


The cinder pits are shown in cross section in the drawing 
illustrating the gantry crane. The pits are 150 ft. long and 
10 ft. deep. There is a central depressed track for the cinder 
cars, and on the same level on each side of this track are 
rails, laid to a gage of 12 ft. 6 in., to provide a runway for 
the gantry crane. On the outside of each storage pit there 
is a steep inclined ash pit; the center of the tracks over 
these pits is 17 ft. 6 in. from the center of the central de- 
pressed track. The outside rail of the ash pit is supported 
directly upon a concrete pier while the inside is laid on a 
12-in. I-beam supported by cast iron posts spaced 6 ft. 6 in. 
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centers. The gantry is built up with a base carrying the capacity of 1144 cu. yds., and are delivered entirely by power 


wheels which is made of two 15-in. channels 33 lbs. per foot. 
The legs are made of 12-in. channels 20 lbs. per foot con- 
nected by lattice bracing. The upper portion of the gantry 
has 12-in. I-beams extending out so as to support the trolley 
when the bucket is at the extreme edge of the storage pit. 
The ashes are handled by a clam-shell bucket having a 


from the pit to the car. The pits are capable of taking care 
of ashes from 185 engines, and two men working three hours 
in day time take care of all the ashes from these engines in 
24 hrs. The hoisting motor is 11 h.p.; the traverse motor 
19 h.p., and the trolley motor 6 h.p. 

The general plan of the gantry was made by A. O. Cun- 
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ningham, Chief Engineer, and W. A. Hopkins, Electrical Engi- 
neer. The steel work was built by the Decatur Bridge & Iron 
Works, and the crane outfit was furnished by the Case Manu- 
facturing Co., of Cleveland, Ohio. 

The sand house is 15 ft. wide and 70 ft. long and has an 
elevated tower for gravity flow; the sand will be elevated by 
a conveyor driven by a 5 h.p. electric motor. 

The coaling plant is very compact, occupying a space only 
about 35 ft. square, but it has a capacity for handling 600 
tons in 10 hours, and two men working at night supply all 
the coal reauired for the locomotives at the terminal in 24 
hrs. The cost of handling coal at this station is remarkably 
low, being only 1144 cents per ton. There is only one apron 
on each side for delivering coal to the tender. There is a 
central track for hopper bottom coal cars which deliver coal 
to an underground pit, and it flows from this pit to large 
rectangular buckets which are hoisted by electric motors and 
delivered directly to the locomotives. The hoist is operated 
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Pneumatic Jack for Driving Wheel Pits. 


by a 10-h.p. electric motor, and is capable of delivering 60 tons 
of coal per hour. The station has a storage capacity of 280 
tons and most of the engines coal at night. The coaling plant 
was furnished under a contract with Fairbanks, Morse & Co. 

The plans of the terminal were made under the direction 
of A. O. Cunningham, Chief Engineer, and the mechanical 
and electrical details by W. A. Hopkins, Electrical Engineer, 
with the approval of Henry Miller, Vice-President and General 
Manager, to whom we are indebted for drawings. 





CARDING OF CARS.* 





BY J. E. STUMPF, 
Superintendent of the Moberly Division of the Wabash Railroad. 

It will be conceded that a proper system of carding is almost 
an absolute necessity in the prompt handling of cars in. 
through and from terminals. It is the custom on many roads 
to use chalk for marking cars arriving at terminals on either 
local or through freight trains, which are destined to indus- 
try or freight house tracks within the terminal, or for move- 
ment on local trains to nearby points; and for this service 





*A paper read at the annual meeting of the Central Association of 
Railroad Officers at Peoria, I1]l., October 14-16, 1908. 
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chalk-marking probably is preferable to carding, for the reason 
that, as a rule, the number of movements necessary to place 
the car at its unloading point is too small to justify the work 
and expense of carding. But in large terminals, where indus- 
try tracks or interchange tracks with other lines are widely 
separated, the use of special switch cards would prove an ad- 
vantage, these cards to be put on cars by yard clerks after 
arrival of cars. For cars destined to distant points on other 
roads, or even for movement between divisions or through 
several terminals of the home road, the necessity of a com- 
prehensive system of carding is at once apparent. 

In putting such a system into effect the first yuestion that 
arises is the form or style of card that will best serve the 
purpose and convey sufficient information, without giving that 
which is unnecessary. There is such a lack of uniformity 
in the carding systems of railroads that it would hardly be 
practicable to card cars through from point of origin to desti- 
nation on a connecting line, except with a very simple form 
of card, giving barely the billing point, destination, contents, 
tonnage and routing. But, for the information of yardmen 
and trainmen on the home road, it is possible to elaborate a 
system that will result in keeping cars for one station, terri- 
tory or division together in trains, which, of course, adds 
greatly to the facility and speed of yard handling. 

As nearly all railroads now refuse cars not equipped with 
air-brakes, there is no such trouble experienced in properly 
grouping cars by stations, territories or divisions as was com- 
mon a few years ago, when the smaller proportion of air-brake 
cars in use often made necessary the placing of cars for the 
same territory in different parts of the train. 

As to the form of card or cards to be used, inasmuch as it 
is generally the custom for yardmen to make up trains, giv- 
ing them the tonnage rating of the engines, from the informa- 
tion shown on the cards, it would seem that, whether a car be 
destined to a point on the home road or on another line, it 
should have enough information to enable the yardmen of 
either the home or a foreign line to handle it intelligently. 
But it is a question whether it is advisable to include very 
full information as to contents in the case of merchandise or 
other lading which is particularly subject to pilfering, as it is 
a well-known fact that a great many of the claims which 
deplete the treasuries of railroads are directly chargeable to 
an injudicious advertisement of the exact contents of cars on 
car cards. These are the only source of information generally 
accessible to car thieves. 

The object of expediting the movement of a car containing 
perishable or specially important freight may be as well, or 
better, attained by using for this class of freight a card of 
striking color, such as red, containing the same information 
as the plain card used for ordinary freight, the yardmen and 
trainmen being fully posted as to the importance of prompt 
movement of cars so carded. 

This system is in vogue on several large trunk lines, where 
the color of the cards, as well as of the waybill envelopes in 
use, has given rise to the name “Red Ball,” as descriptive of 
manifest or important freight cars. 

It will be found an advantage, however, in addition to such 
carding, to have numbered cards affixed to the cars, solely for 
the information of yardmen and trainmen of the home road, 
such cards to be assigned to certain territories, divisions or 
large terminals, even numbers to be used for south or east 
bound cars and odd numbers for north or west bound cars. 
If a division of the road be made into such territories and a 
card assigned to each, it will be a very simple matter to group 
cars in trains in a satisfactory manner. 

In affixing cards to cars it is of the utmost importance that 
they be placed on both sides of the car, on account of the 
different situations of yards, some switching on the right-hand 
side and some on the left-hand side. Cards should be large 
enough so that designating numerals may be readily distin- 
guished by lantern light during the night. 
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The expense of a simple but practical system of carding need 
not be excessive, as the cards may be put on at originating 
point or at the junction point where cars are received by the 
home road by the regular yard clerks. 

At many terminals trains are now being switched in accord- 
ance with switch lists either furnished by the conductor on 
arrival or compiled by the yard clerk when bills are delivered 
to him, but the installation of a good system of carding, sup- 
plemented by the use of chalk-marking for cars in local deliv- 
ery or local forwarding movement, would act as a double check 
and insure more prompt and proper handling. 





TRACK SUPERSTRUCTURE IN TUNNELS. 





The Pennsylvania is considering the type of track shown 
in the accompanying drawing for use in its tunnel on the 
New York-long Island extension. This design was suggested 
by a committee of the company’s engineers after a study of 
many existing and proposed types. It is designed to satisfy 
the conditions of smooth riding, dura- 
bility, ease of cleaning, and economy 
of maintenance and renewal. 

The tunnels are lined with concrete, 
and in this are set treated red oak 
blocks, 7 in. thick, 10 in. wide, and 
2 ft. 10 in. long on the bottom face. 
They are spaced 20 in. apart, center 
to center, and beveled at the ends, 
making the blocks 2 ft. 6 in. long on 
top. The outer end of the block fits 
into the concrete, as shown, the over- 
lapping ledge of concrete being 
strengthened by a %-in. twisted steel 
rod. At the outer end of the block, the 
upper surface of the concrete comes to 
within % in. of the top of the block and slopes down to- 
wards the inner end, so that at the rail it is 1 in. under the 
top of the block. The face of the concrete between the rails 
is made flush with the ends of the blocks, and at the center 
of the track it is 2 in. below the bottom of the track, forming 
a drainage channel. 

The blocks are anchored to the concrete by one or twa 
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Tunnel Tracks; Delaware, Lackawanna & Western. 





expansion holts. The 10-lb. rails, 60 ft. long, rest on % in. 
x 7 in. x 12 in. tie plates. The plates are fastened to the 
hlocks by two lag screws, and the rails are fastened by clips 
held by screw spikes. It is proposed to try cow hair felt 


cushions between the tie plates and the blocks, although these 
are not now thought to be necessary. 
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The Delaware, Lackawanna & Western has adopted a sim- 
ilar design for its new tunnel through Bergen hill. This is 
shown in an accompanying drawing. The blocks are 8 in. 
x 8 in. x 2 ft. 6 in. and are spaced 22 in. apart on centers. 
They are set in the concrete as the latter is laid. One side 
is notched at the outer end, and on the other side is a tapered 
wedge block, which is driven in to hold the block tight 
against the concrete. The wooden guard rail is fastened to 
the tie blocks by lag screws and anchored to the concrete 
between the blocks by bolts. The wedge is held in place by 
a lag screw through the guard rail. When a block is to be 
renewed, the rail fastenings are released and the lag screws 
holding the hlock and the wedge are removed. The wedge 
is then driven out and the block is moved forward to clear 
the shoulder in the concrete and then slid out endwise. 

The blocks are to be creosoted, about 12 lbs. of creosote 
being used for each one. The rail rests on a plain wrought 
iron 5% in. x 6 in. x 12 in. tie plate, and is fastened with 
wrought iron rail clips held by lag screws. Each tie plate 








Track Superstructure; Pennsylvania Tunnels. 


is to be punched with four holes, so that if the timber is 
worn out under one pair of holes, or the top of a lag screw 
is twisted off or corroded, the other set of holes can be used. 
Iron instead of steel is specified for clips and tie plates as 
being less liable to rust, and wrought iron instead of cast 
iron is used for the clips, as it can be better fitted to the 
flange of the rail. 

The space in the center of the track is not used for a 
drainage gutter, as in the Pennsylvania design, as this space 
is needed for wire ducts, and, anyhow, it is not expected that 
there will be enough water to require any such provision. 
The accompanying drawing, showing half-sections at two 
points in the tunnel, shows both low tension and high tension 
ducts. The latter are not now necessary, and provision is 
made for them only because of a possible future need. 

The standard construction on the Interborough Rapid Tran- 
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Section Between Ties; Interborough Rapid Transit. 


sit subway is also shown herewith for comparison with the 
other designs. The concrete is first laid on the lining, being 
finished with flat surfaces under the ends of the ties as 
shown. The ties are then laid and additional concrete laid 
about their ends, while the center of the track is filled in 
with loose ballast. 
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ELECTRIC OPERATION OF THE ST. CLAIR TUNNEL.* 





Electric locomotives have, since May 17, 1908, been used for 
all traffic in the St. Clair tunnel, on the Grand Trunk, between 
Sarnia, Ont., and Port Huron, Mich. The system was installed 
by the Westinghouse Electric & Manufacturing Co., Pittsburgh, 
Pa., which supplied five engines at first and, later, two more. 
This company has been operating the tunnel for the last few 
months, but the Grand Trunk will take it over on November 
12. It is too early to get full data on the comparative econ- 
omies of the new and old methods of train haulage, but cer- 
tain advantages of this electrification are already evident. 

With steam operation, tank locomotives of the 0-10-0 class 
were used. The 2 per cent. grade in the tunnel limited the 
capacity of these locomotives, and heavy freight trains arriv- 
ing at either terminal had to be broken up into sections to suit 
the hauling power of the engines. This dividing up of the 
trains resulted in a rather acute congestion in the yards, and 
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energy, not only for train operation, but also for the drain- 
age pumps and the electric lighting of the tunnel, stations and 
yards. The locomotives are single-phase and weigh 66 tons 
each. They are six-wheeled, and each of the three axles 
has one 250-h.p. electric motor connected to it. The 
drivers are 62 in. in diameter. The current is collected 
from an overhead contact wire at 3,000 volts by a pantagraph 
collector bow. Inside the locomotive there is a transformer, 
which reduces the pressure from 3,000 to about 240 volts for 
use in the motors. There is also a special blower equipment, 
which provides a continuous supply of fresh air for cooling 
motors and transformers. Normally, two of these locomotives 
are operated together, and they are so arranged that each 
pair can be made to form a single unit of 132 tons and 
1,500 h.p. 

The steam locomotives could scarcely haul a 700-ton train, 
while the electric locomotives handle a 1,000-ton train from 
terminus to terminus within the specified time of 15 minutes. 





























Two Locomotives, Hauling Heavy 


the necessary switching added further complications to the 
train movement. 

Another trouble lay in the atmosphere of the tunnel. The 
smoke and gases from the locomotives constituted not only 
an element of discomfort to passengers, but also an element 
of danger in the operation of trains. The suffocating air 
threatened asphyxiation whenever a train was stalled in the 
tunnel, and the obscuring of the signals jeopardized the safety 
of travel. 

The tunnel is 6,032 ft. long. The central part, 1,718 ft., 
under the river bed, has a grade of 0.1 per cent. eastward for 
drainage. The rest has a 2 per cent. grade and the yards at 
either terminal are nearly level. The approaches of the tunnel 
up to about 300 ft. of the portals are double tracked, but the 
track through the tunnel proper is single. The total zone of 
electrification extends over about four miles. 

A power station was built at Port Huron. It contains two 
1,250-kilowatt generating units, which provide electrical 


*From “the Electric Trunk “Line “Age, published by “Muralt & Co. 
Engineers, New York. 
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Freight Train; St. Clair Tunnel. 


Indeed, a record has been established of 11 minutes with a 930- 
ton train. Running trains in sections, formerly imperative 
with steam working, is entirely obviated, and the whole move- 
ment of the traffic in both directions is considerably more 
economical and efficient, the traffic capacity being increased 
more than one-third. In connection with the handling of 
freight trains, it is worth recording that air brakes can now 
be successfully employed. With steam working, the use of 
air brakes was rather dangerous. In the event of a train 
breaking in two in the tunnel, the time necessary to recouple 
the sections and release the brakes exceeded the interval 
within which the locomotive could be kept in the tunnel with- 
out causing suffocation to the crew. With electric operation, 
severing the train line at once causes all the air brakes to be 
applied, and the locomotive can remain in the tunnel as long 
as required. 

The passenger agent reports that the elimination of smoke 
and cinders from the tunnel has added to the personal com- 
fort of passengers to such an extent that it has already 
greatly increased the passenger revenue of this part of the 
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line. Another noticeable effect of the better atmosphere is in 
the reduced depreciation of the passenger coaches. The clean- 
ing and painting of the car bodies is now less frequent than 
with steam operation. 





A LAWYER’S VIEW OF RATE LITIGATION.* 





I believe that it can now be said without fear of contradic- 
tion that the following propositions are thoroughly estab- 
lished as to the relative rights of the public and the owner in 
fixing railroad rates: That each is entitled to a voice in the 
matter; that if the public (as represented by Congress or the 
state) fixes a rate the owner has the right to appeal to an 
impartial arbitrator—a court of justice—as to the reasonable- 
ness of the rate so fixed; that neither Congress nor a state 
can, by any device of any kind whatever, deprive the railroad 
of this right of appeal; that all penalties designed or whose 
effect is to prevent this appeal are invalid. 

I do not see how any fair man could challenge the justice 
of any of these propositions. As Mr. Justice Peckham said 
in Ex Parte Young: 

“Over eleven thousand millions of dollars, it is estimated, are in- 
vested in railroad property owned by many thousands of people who are 
scattered over the whole country from ocean to ocean, and they are 
entitled to equal protection from the laws and from the courts with 
the owners of all other kinds of property—no more no less.” 

Congress has never attempted to pass any act fixing rates. 
Under the original Interstate Commerce Act it provided a 
tribunal which, on inquiry either on its own initiative or by 
complaint of someone interested, could determine whether a 
particular rate in force by the carrier was reasonable under 
the circumstances, and if the Commission held it to be unrea- 
sonable it could order the carrier to desist from the charge, 
and the carrier refusing so to do could be compelled, at the 
suit of the Commission, to obey the order. But while the Com- 
mission could declare that a particular rate was higher than 
it should be it had no power to substitute another rate. Under 
the Hepburn law there has been this much change—the Inter- 
state Commerce Commission can, on complaint but not on its 
own initiative, declare a rate unreasonably high and fix a 
rate which in its opinion should be substituted for the higher 
rate, and the courts can enforce this order; but the carrier is 
allowed to go into a court of equity and have the whole mat- 
ter examined judicially, and if proper grounds are made, sus- 
pend the new rate pending the litigation. The Interstate Com- 
merce Commission cannot upon its own initiative make a new 
rate. 

While the railroads have from time to time been successful 
in their appeals against schedules of rates, yet they have 
been rarely if ever so successful in resistance to one special 
rate. How far this “sniping” will continue cannot be told. 
One thing, however, I regard as sure. If there is no change 
in the public temper as to railroads, if they are to continue 
to be the marks of the demagogue and stump orator, if there 
shall not arise and increase a healthy public sentiment 
demanding equal justice for this kind of private property, 
then it is doomed to destruction. Appeals to courts are well 
enough for a time,—a considerable length of time,—but there 
is but one real power in a free government, and that is the 
legislative power. It can make and unmake courts; it can 
here curtail jurisdiction and there cut off power to enforce 
decrees. Let me illustrate. During the administration of 
the elder Adams Congress passed an Act creating a number 
of circuit courts. Judges were appointed and duly confirmed. 
Under the Constitution they held for life. But when Jefferson 
became President this Act was repealed and, of course, there- 
after no appropriation was made for the pay of these judges, 
and no provision for their holding any courts. It was a case 
of exeunt omnes. 








*From an address by Alex. P. Humphrey, General Counsel Southern 
Railway, before the American Association of Freight Traffic Officers 
at St. Louis, September 12, 1908. 
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After the Civil War Congress passed certain laws carrying 
out its policy of reconstruction. Cases arising under these 
laws and challenging their validity went to the Supreme 
Court. After argument and while under submission Congress 
passed an Act taking away the jurisdiction of the appeals. The 
Supreme Court, on their attention being called to this Act, 
dismissed all the cases. 

There is not a single Federal court that is not in the power 
of Congress. As all Federal courts except the Supreme Court 
owe their being to Acts of Congress, these can all be repealed. 
The Supreme Court would remain. But it has no constitu- 
tional jurisdiction of a practical importance to the ordinary 
citizen, and it is dependent on Congress for its clerk, its mar- 
shal, its court room, the number and pay of its judges. As 
for state courts, the judges are sometimes appointed by the 
Governor; in other cases, elected by the legislatures, and in 
most cases by the people. Their terms range from life, 
through twenty-one years, to four years. The cases which 
they can hear and the means of enforcing their judgments are 
practically all at legislative will. Besides, judges are not men 
apart from other men. They are not selected or elected from 
or by minorities. Constitutions and courts are essentially 
brakes on the wheels of majority rule. They serve the pur- 
pose of affording time and opportunity for the’ sober second 
thought. 

From all this it follows that for justice and _ protec- 
tion to any private interest against a persistent and con- 
tinued assault the courts cannot be a permanent bulwark. 
Railroad owners must therefore look to the people at last for 
this justice and protection. They must be able and willing 
to plead their cause in the popular forum. It is fatuous to 
remain silent, and in doing so we lay upon our courts a bur- 
den they cannot bear and should not be expected to sustain. 





THE GAGE OF SPANISH RAILROADS. 





The gage of the principal railroads in Spain has become a 
matter of serious importance as affecting the development of 
the country. The present standard gage of 1.67 meters (5 ft. 
5% in.) was adopted in 1845 upon the recommendation of a 
commission of engineers of the Caminos (Public Works) be- 
cause “it would permit the operation of locomotives of great 
evaporative power at high speeds without endangering their 
stability.” 

In 1852 Signor Reinoso, minister of public works, saw the 
technical mistake that had been made and urged the adoption 
of the 1.44 meter gage (4 ft. 8.69 in.). It is to be regretted 
that his recommendations were not followed, for, at that time, 
there were but 279 miles of railroad in the country. But the 
suggestion was disregarded and the law of 1855 definitely 
fixed the gage at 1.67 meters in accordance with a report 
rendered by a commission under the chairmanship of the 
Marquis del Duero. 

One of the arguments in favor of this gage, in spite of the 
greater cost and the decreased flexibility, was that of national 
defence. The effect of these mistakes is now being emphasized 
and the proposal to change the gage to that of the French 
lines (4 ft. 8.69 in.) is under discussion in order to avoid the 
delay and expense invoked in the transshipment of passengers 
and freight at the frontier. Owing to the cost, the out-and-out 
change of gage is apparently impossible and the railroad com- 
mission is opposed to the use of a third rail because of the dan- 
gers involved in the operation of rolling stock of different 
gages at the same time. But the commission is of the opinion 
that any new lines that may be built in the north or northeast 
should be of the standard European gage of 1.44 meters. It is 
further suggested that when double tracking is undertaken it 
should be done with the European gage. It is recognized that 
during the transition period, there will be difficulties of opera- 
tion, but this is regarded as unavoidable—Journal des Trans- 
ports. 






































G@eneral News Section. 


According to a press despatch from Vancouver the Canadian 
Pacific is going into the coal business. The company has 
100,000 acres in the Elk Valley where the deposits are said 
to be enormous. Under the terms of the land grant the Cana- 
dian Pacific was forbidden to mine any coal before Jan. 1, 
1909. The company has a large coke plant at Hosmer. 


The Lake Shore & Michigan Southern has made a reduction 
in the freight rate on brass foundry rumbler mud, C.L. from 
Buffalo to Dunkirk, and from Dunkirk to North Tonawanda. 
This we learn from a circular issued under the authority of 
the People of the State of New York, by the grace of God free 
and independent, through their Public Service Commission. 


The Industrial Department of the St. Louis & San Fran- 
cisco reports that 266 industrial plants, employing 7,954 men 
and representing an investment of $5,590,000, were located 
along the lines of this road during the last fiscal year. The 
same department of the Chicago, Rock Island & Pacific 
announces that 290 new industries were established along 
the lines of that road during the last year. The promoters 
are estimated to have spent over $9,000,000 on the plants, 
and they expect to employ nearly 9,000 men. 


Officers of northwestern roads fear there will be a shortage 
of fuel in the northwest this winter. They made inquiry 
several weeks ago as to the supply of fuel on hand and urged 
dealers to make their shipments early, but their warnings 
have been generally disregarded. The roads sent out circulars 
to dealers and also sent traveling freight agents to urge them 
to make their purchases early; and railroad officers think 
that if there is a fuel shortage this year they can with good 
conscience wash their hands of the responsibility. 


The government has begun prosecutions for violation of the 
Safety Appliance Act against the following railroads: At- 
lantic & St. Lawrence; Chicago & Alton; Chicago & North- 
Western; Chicago, Burlington & Quincy; Chicago Great West- 
ern; Duluth, South Shore & Atlantic; Erie; Fort Worth & 
Denver City; Indiana Harbor Belt; Iowa Central (9 cases) ; 
Louisville & Nashville; Missouri Pacific; Nashville, Chatta- 
nooga & Si. Louis; Newport & Sherman’s Valley; Northern 
Pacific; St. Louis, Iron Mountain & Southern (13 cases); St. 
Louis Southwestern; Sumpter Valley Railway and Oregon 
Lumber Company (13 cases); Trinity & Brazos Valley; Yazoo 
& Mississippi Valley and Illinois Central (11 cases). The total 
nunbei of violations charged is 72. ’ 





Unique History in the Making. 


Unique in the history of Presidential elections are the ar- 
rangements made by one ‘of the great railroad systems to 
furnish the election returns to passengers on its trains all 
through election night. The Burlington has installed a direct 
telegraph wire in the Chicago Tribune office for this purpose. 
The bulletins will be posted in conspicuous places in all 
through trains and will be placed on board at every stop, and 
wherever regular stops are infrequent, special stops will be 
made for this purpose, if necessary [and according to the 
degree of excitement manifested by the passengers; also con- 
ditioned on whether or not the engine needs water]. This 
innovation is one which will be much appreciated by the 
voter who has made a special trip to his home town for the 
sole purpose of voting and who is obliged to depart the same 
day. With a national election as the stake, it is easy to pic- 
ture the excited groups of passengers crowding around these 
train bulletins to get the latest news. There will be the 
Same eagerness, the same discussions, the same I-told-you-so’s 
that are so characteristic of the election night crowds in any 
of our big cities. Only numbers will be lacking. And all 
the while the trains wil! be rushing along through the night 
at express train speed [18 to 81 miles an hour].—From a 
circular by Mr. Eustis; abridged and amended; no charge. 

The roads which gave election returns on their trains elec: 


tion night were, so far as we have heard, the Lake Shore & 
Michigan Southern, the Chicago & North-Western, the Chicago, 
Burlington & Quincy, the Atchison, Topeka & Santa Fe, the 
Pennsylvania Lines, the Chicago, Milwaukee & St. Paul, the 
Chicago, Rock Island & Pacific, and the Michigan Central. 
The Missouri, Kansas & ‘Texas gave the returns on the “Land 
Men’s Special,” leaving St. Louis Tuesday evening. 





New York and New England Association of Railway 
Surgeons. 





The eighteenth annual meeting of the New York and New 
England Association of Railway Surgeons will be held at the 
Academy of Medicine, New York City, on November 17 and 
18, 1908, under the Presidency of Dr. F. A. Stillings, of Con- 
cord, N. H. 

The entire morning session of the first day will be devoted 
to a symposium of the following subject, “What Are the 
Causes Leading to Railway Accidents and what Remedies Can 
Be Suggested?” 

The various features of this subject will be presented by 
eight authors, and about 20 chief surgeons and claims attor- 
neys will take part in the general discussion. Railroad of- 
ficers and all members of the medical profession who are 
interested in this work are cordially invited to attend this 


meeting. 





The Railway Business Association. 

The following excerpt has been taken from the address of 
George A. Post at Pittsburgh, Pa., Oct. 29: 

The Railway Business Association has set out to make 
friends for the railroads. We have a direct and vital interest 
in bringing about a better understanding between the rail- 
roads and the public. If we succeed, it will be greatly to our 
advantage. We do not seek to cloak our personal interest in 
the welfare of the railroads. We are proud of it. 

The Railway Business Association is unique. It proposes 
to go to the American people and discuss railroad economics 
without any trace of rancor, and with no possible connection 
with office getting. One of the most serious troubles with 
the proper adjustment of railroad problems is that the people 
rarely hear railroad matters discussed except in the heat of 
a political contest, and by men who want to be elected to 
some office. The men who compose the Railway Business 
Association don’t want to go to Congress, to the legislature, 
or be governor, nor hold any other office. They couldn’t afford 
to do it. All they want is business. If they can get business, 
that will mean prosperity, not alone for them, but work, com- 
fort and prosperity for their workingmen. The Railway Busi- 
ness Association proposes to fill the minds of workingmen 
with facts as to the necessity to them of fair play to railroads, 
so that when the agitator mounts the rostrum and asks for 
their votes, so he may pound railroads, those workingmen 
will say to him: ‘Not for me, old man! If you get your 
job, I’ll lose mine, for there will not be any work for me if 
railroads are pounded.” When we have all those dependent 
upon railroads so educated, elections will take care of them- 
selves. When public opinion is right, the man who repre- 
sents it in official place will be sure to be right. 

The railroads of the United States have not only enjoyed 
the opportunity which naturally inheres in the discharge of 
such a universal function, but, on the whole, they have done 
their work well. The complaint of inefficiency has figured 
very little in public clamor. I am not so abandoned in taste 
as to invite you on this otherwise happy and enjoyable occa- 
sion to gather with me around a table of statistics, but you 
will allow me to give you a brief resumé of how the railroads 
have done their work, and what they have got for doing it. 
The cost of building a mile of railroad has risen in twenty 
years 22 per cent. What did the railroads charge the public 
for doing the work, and what profit did the proprietors take 
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on their investment? The average rate of hauling a ton of 
freight one mile fell from 10.3 mills to 7.7 mills. As for 
profits, the dividends on stock and the interest on bonds in 
1887 were 31 per cent. of the gross receipts, and in 1906 only 
24 per cent. 

Millions of money are lying idle in the banks because in- 
vestors don’t dare buy railroad securities. Just put yourself 
in the place of an investor. An investor is one who has spent 
less than he took in until he has saved a few thousand dol- 
lars. That is an investor. I don’t know what your experi- 
ence has been, but I have found that to save a thousand 
dollars takes a long time and a lot of self-denial. When a 
man has a thousand dollars put away in a savings bank, 
where he is quite sure he can’t lose it, where he can draw It 
out at any time, and where it pulls out 4 per cent. interest, 
you have to “show him” why he should draw that thousand 
dollars out of the bank and put it into something else paying 
3%, per cent. on the chance of selling it at an advance. 

Get the picture: A bond broker leads the investor down to 
look at some property. It is an elegant railroad train. Upon 
this train he desires the investor to lend his thousand dollars, 
accepting as security a mortgage on the train, or, in the ver- 
nacular of the street, a bond. On the station platform an anti- 
railroad agitator with a loud voice is haranguing the crowd 
and pointing with angry gestures at some railroad officials 
seated in an observation car. Pretty soon somebody picks up 
a cobblestone, which smashes a window in the car and lands 
in the epigastric region of a railroad officer. Others grab any- 
thing that is not nailed and bombard the car some more. 
Presently they extend their operations to the other cars in 
the train. In a short time there is not a whole window in 
the outfit, and the chandeliers are in fragments on the floors 
in the aisles. 

Now, what do you imagine are the emotions of the investor? 
Do you think he is consumed with a craving to hustle his 
savings out of the bank and into a mortgage on a train that is 
being subjected to such delicate and affectionate treatment 
from the masses? Not on your life! ‘The savings banks 
for mine!” says he. 

Now, fellow manufacturers, we who build trains and make 
equipment for railroads, how are we going to get any busi- 
ness while a pitched battle is going on between the railroads 
and their customers? The customers are the public. The 
cobblestones which they throw are legislative restrictions. 


The money to be used by the railroads to keep pace with 
the times and the demands upon transportation facilities must 
be found and spent. Not because it means employment for 
those who work for concerns which supply the stuff, but 
because if it is not forthcoming and spent, the country will 
be up against the most disastrous chaos of congestion in busi- 
ness ever known in our history. It so happens, however, that 
if the securities can be sold, and the work of construction 
and purchase is undertaken, it will mean employment for us 
and those who look to us for work. That is why the Railway 
Business Association was organized. Our association has a 
high and noble commercial mission, which is to aid in bring- 
ing about a lasting peace between the public and the rail- 
roads, if it is possible to do it. We believe that the anti- 
railroad agitator can be put to sleep; that investors can be 
reassured; that railroad extension and the purchase of mate- 
rials and equipment can be started up. 

We want it to be perfectly understood that the Railway 
Business Association is absolutely non-partisan in the work it 
proposes to do. We recognize that there are good, fair-minded, 
patriotic men in all parties, and we know also that there are 
misguided men in all parties. We want all men of all political 
parties to deal fairly with railroad problems. We care not 
what the party label, we shall appeal to the manhood benind 
it. We know that in some states the dominant party will be 
the Republican, and in others the Democratic party. There 
are railroad interests to be safeguarded in them all. If we 
are fair, if we have the facts, if the railroad officers keep 
their ears close to the ground, and note the desire of the 
people, and meet them half way, and manifest a disposition 
to strive to please, all parties will ultimately glorify the 
railroads. 

If railroads throw all their power into the balance in favor 
of one party, or an individual, what else can they expect than 

_that all the members of the other party, or all the friends of 
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the other individual will be their venomous enemies, con- 
stantly on the alert to do them harm? 





The Roadmasters’ Convention. 





The twenty-sixth annual convention of the Roadmasters’ 
and Maintenance of Way Association will be held at the Hotel 
Blatz, Milwaukee, Wis., November 10, 11 and 12. The sub- 
jects of the committee reports are as follows: (1) How to 
guard against stock claims, fire claims and injuries to track 
employees. (2) Organization of a roadmasters’ division from 
office to trackwalker. (3) Substitutes for wooden ties, cost 
of each and recommendations for use. (4) Proper care of 
track material and tools. (5) Relaying rail, organization 
of forces, methods of work and cost. 

There will be individual papers by E. E. R. Tratman and 
F. A. Smith. 

Subjects for Topical Discussion—(a) Paving of ditches. 
(b) Dressing of gravel ballasted track. (c) Length and size 
of ties. (d) How to drain the midway of track; whether by 
surface ditches or by tile drains. (e) Should the gage of 
curves be readjusted for wear to the side of the railhead, and 
by moving which rail? (f) Quality of track labor. 

J. A. Kerwin (St. L., I. M. & S.) is President, and Walter 
E. Emery (P. & P. U. Ry.) is Secretary. 





St. Clair Tunnel Electrification. 





The Grand Trunk is about to accept from the contractors 
the electrification of the St. Clair tunnel, Port Huron, Mich., to 
Sarnia, Ont. Invitations have been sent out to railroad men 
and engineers, to make a special inspection of the electrical 
plan, equipment and appliances on Thursday afternoon, Novem- 
ber 12. The following program and schedule have been ar- 
ranged: At 1 p. m., central time, a special train will leave 
the Grand Trunk station at Port Huron, Mich., for a trip 
through the St. Clair tunnel, giving the party an opportunity 
to inspect the electrical equipment and appliances. At 2.45 
p. m., eastern time, the train will arrive at Sarnia and at 
2 p. m., eastern time, luncheon will be served at the Hotel 
Vendome, Sarnia. At 4 p. m., eastern time, the train will 
leave Sarnia for Port Huron, Mich., and at 3.30 p. m., central 
time, will leave Port Huron for the power house and electrical 
plant, which the party will inspect. At 4 p. m. the special 
train will leave the power house for the Grand Trunk station 
at Port Huron, arriving there at 4.10. The St. Clair tunnel 
is one of the longest submarine tunnels in the world and its 
electrification is an important event. The cost of the work has 
been over half a million dollars. Further details of the work 
are given on another page. 





Dining Car Superintendents. 





The annual meeting of the American Association of Dining 
Car Superintendents was held in Chicago on October 22 and 
23. About 70 per cent. of the membership was present. It 
was decided to give to the Federal Department of Agriculture 
a complete list of the members of the association and to ask 
that information of benefit to them be furnished by the de- 
partment. The national pure food law and methods of con- 
forming to it were discussed. 

The following officers were elected for the ensuing year: 


President, J. H. Seal, Lehigh Valley 

Vice-President, W. A. Cooper, Canadian Pacific. 

Secretary and treasurer, F. M. Dow, Illinois Central. 

Executive Committee: B.S. Harvey, Fred. Harvey System, Chicago; 


F. J. Moore, N. Y. C. & St. L.; C. H. Jennings, St. Louis Southwestern, 





The Armour Institute of Technology. 





During the coming year, there will be published the first 
volume of the Armour Engineer, a semi-annual publication 
by the students of the Armour Institute of Technology, Chi- 
cago. It is to contain technical articles by graduates, results 
of laboratory research, papers before engineering societies, 
and various regular departments. 


OE SE ental 


CP mumear Langs aes 


ie 








1 





























NOVEMBER 6, 1908. 


Car Lighting Engineers. 


The first annual convention of the Association of Car 
Lighting Engineers will be held at Chicago in the week be- 
ginning November 16. The object of the association is to 
promote the knowledge of railroad car lighting. It has now 
150 members, active and associate. The active members are 
railroad men in charge of car lighting, while associate mem- 
bership is open to supply men. The officers are as follows: 
President, A. L. Farrelly, Electrical Engineer, Chicago & 
North-Western; First Vice-President, E. M. Cutting, signal 
superintendent, Southern Pacific; Second Vice-President, A. J. 
Collett, electrical engineer, Union Pacific; Secretary and 
Treasurer, G. D. Colegrove, chief electrician, Illinois Central. 





American Society of Civil Engineers. 





At the meeting of the American Society of Civil Engineers 
held on Wednesday, November 4, a paper by Col. H. M. Chit- 
tenden, M. Am. Soc. C.E., entitled “Forests and Reservoirs in 
Their Relation to Stream Flow, with Particular Reference to 
Navigable Rivers,” was presented for discussion. 





Traffic Club of Chicago. 





At the dinner of this club at the Grand Pacific Hotel, on 
election night, 225 members and guests were present, to 
enjoy the entertainment and hear the returns. 





MEETINGS AND CONVENTIONS. 


The following list gives names of secretaries and dates of next or 
regular meetings. 





AIR ane < ellie M. Nellis, 53 State street, Boston, Mass. ; 
une, 

AMERICAN INSTITUTE OF ELECTRICAL ENGINEERS.—R. W. Pope, 33 West 
839th street, New York; second Friday in month. 

AMERICAN RAILWAY ASSOCIATION.—W. F. Allen, 24 Park Place, New 

: York; November 18, 1908. 

AMERICAN RAILWAY BRIDGE AND BUILDING ASSOCIATION.—S. F. Patter- 
son, B. & M. R.R., Concord, N. H. 

AMERICAN RAILWAY ENGINEERING AND MAINT. OF WAy Assoc.—-H. H. 
Fritch, 962 Monadnock Building, Chicago; March 16-18, 1909. 

AMERICAN RAILWAY MASTER MECHANICS’ ASSOCIATION.—J. W. Taylor, 
890 Old Colony Building, Chicago; June, 1909. 

AMERICAN Society OF CIVIL ENGINFERS.—C. W. Hunt, 220 W. 57th- 
street, New York; 1st & 3d Wed. in month, except July and Aug. 

AMERICAN SOCIETY OF MECHANICAL ENGINEERS.—Calvin W. Rice, 29 
West 39th street, New York; December 1 to 4, 1908. 

AMERICAN STREET AND INTERURBAN RAILWAY ASSOCIATION.—B. V. Swen- 
son, 29 West 39th street, New York. 

ASSOCIATION OF AMERICAN RAILWAY ACCOUNTING OFFICERS.—C. G. 
Phillips, 143 Dearborn street, Chicago, last Wed. in iad 4 1909. 

ASSOCIATION OF RAILWAY CLAIM AGENTS.—C. L. Young, C. & N.-W. 
Ry., Chicago, Ill.; May, 1909. 

ASSOCIATION OF RAILWAY TELEGRAPH SUPERINTENDENTS.—P. W. Drew, 
Wis. Central Ry., Chicago; June 23-25, 1909 

ASSOCIATION OF TRANSPORTATION AND CAR ACCOUNTING OFFICERS.— 
G. P. Conard, 24 Park place, New York; December 8, 9, 1908. 

CANADIAN RariLway CLus.—Jas. Powell, Grand Trunk Ry., Montreal, 
Que.; first Tuesday in month, except June, July and August. 

CANADIAN SOCIETY OF CIVIL ENGINEERS.—Clement H. McLeod, Montreal, 

ue.; January. 

CENTRAL RAILWAY €LUB.—H. D. Vought, 62 Liberty street, New York; 
second Friday, in January, March, May, Sept. and Nov. 

FREIGHT CLAIM ASSOCIATION.—Warren P, Taylor, Rich., Fred. & Pot. 
R.R., Richmond, Va.; June 16, 1909. 

INTERNATIONAL MASTER BOILER MAKERS’ ASSOCIATION.—Harry D. 

Vought, 62 Liberty street, New York; May, 1909. 

Raitway Cius.—W. B. Harrison, Union Station, Des Moines, 

Iowa; second Friday in month, except July and August. 

MASTER CAR BUILDERS’ ASSOCIATION.—J. W. Taylor, Old Colony Build- 
ing, Chicago, Ill.; June, 1909. 

NEW ENGLAND RAILROAD CLUB.—G. H. Frazier, 10 Oliver street, Boston, 
Mass.; 2d Tues. in month, except June, July, Aug. and Sept. 

New YorK RAILROAD CLUB.—H. D. Vought, 62 Liberty street, New 
York; third Friday in month, except June, ce and August. 

NortH-WEsST RAILWAY CLUB.—T. W. Flannagan, Soo Line, Minneapolis, 
Minn. ; 1st Tues. after 2d Mon. in month, except June, July, Aug. 

RAILWAY CLUB OF PITTSBURGH.—J. D. Conway, Pittsburgh, Pa.; fourth 
Friday in month, except June, July and August. 

RAILWAY SIGNAL ASSOCIATION.—C. C. Rosenberg, 12 North Linden 
street, Bethlehem, Pa. 

ROADMASTERS’ AND MAINTENANCE OF WaAy ASSOCIATION.—Walter E. 
Emery, P. & P. U. Ry., Peoria, Ill.; November 10-12, 1908. 

St. Louis RAILway CLus.—B. W. Frauenthal, Union Station, St. Louis, 
Mo.; second Friday in month, except June, July and August. 

SOUTHERN AND SOUTHWESTERN Ry. CLuB.—A. J. Merrill, 218 Pruden- 
tial Bldg., Atlanta, Ga.; 3d Thurs. in Jan., April, Aug. and Nov. 

TRAVELING ENGINEERS’ ASSOCIATION.—W. O. Thompson, N. Y. C. & H. 
R. R.R., East Buffalo, N. Y. 

WESTERN RaILWay CLuB.—J. W. Taylor, 390 Old Colony Bldg., Chicago, 
Ill.; 3d Tuesday each month, except June, July and Aug. 
WESTERN SOCIETY OF ENGINEERS.—J. H. Warder, Monadnock Building, 

Chicago; first Wednesday, except July and August. 
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Craffic News. 


The Federal Court at Little Rock has issued an injunction 
restraining the Railroad Commission of Arkansas from en- 
forcing against the Little Rock & Hot Springs Western the 
state 2-cent fare law and the orders of the commission reduc- 
ing freight rates. 


According to the New York Journal of Commerce, com- 
plaints regarding increases in freight rates are now coming 
into the office of the Interstate Commerce Commission in 
great volume. Many of these complaints have to do with 
rates on coal, meat, lumber and other staple articles. 





The Railroad Commission of Louisiana has issued an order, 
effective on October 25, that the charge of 3 cents per sack for 
loading and unloading rice at points in Louisiana shall be 
abolished and that the carload rates already fixed by the 
Commission shall be applied without any additional charge. 


The Manufacturers’ Club of Buffalo, N. Y., jointly with the 
Black Rock Manufacturers’ Association, now maintains a 
traffic bureau in the Coal & Iron Exchange. The manager, 
William H. Frederick, is to act, where desired, as the agent 
of the members of these associations in their dealings with 
the railroads. 


The Inspection bureau of the Trunk Line Association has 
now been in existence 25 years, and, according to an account 
of its work printed in the Brooklyn Eagle, shippers who try 
to “beat” the railroads by representing goods as low class 
when they are high class, are as plenty as ever; or, at any 
rate, are so numerous that each inspector, it is estimated, 
saves enough on freight bills for his employers to pay his 
salary six times over. 


Members of the Central Passenger Association are consid- 
ering a plan for pooling the eastbound second class passenger 
traffic from Chicago and the west, that which goes on through 
railroad and steamship steerage tickets. While details of 
the plan have not yet been determined it has been practically 
decided that four of the differential lines, the Erie, the Grand 
Trunk, the Nickel Plate and the Wabash shall each receive 
one-sixth of the business, and the other three differential 
roads, the Baltimore & Ohio, the Michigan Central, and the 
Panhandle route will divide the other two-sixths. 


The Chicago, Milwaukee & Gary, which is the new name of 
the railroad heretofore known as the Illinois, Iowa & Minne- 
sota, has issued a notice that it adopts and makes its own 
in every respect all tariffs, rules, notices, concurrences, traffic 
agreements, divisions, authorities, powers of attorney and 
other instruments filed with the Interstate Commerce Commis- 
sion or concurred in by the Illinois, Iowa & Minnesota. The 
Chicago, Milwaukee & Gary is an outer belt line at Chicago 
that connects Rockford with Momence, Ill. All former officers 
of the Illinois, Iowa & Minnesota became the officers of the 
Chicago, Milwaukee & Gary. 


The railroads in Arkansas have filed freight tariffs to take 
the place of those made by the Railroad Commission, the en- 
forcement of which has been enjoined by the Federal Court. 
The new tariffs became effective November 2. They are some- 
what higher than the rates fixed by the Commission, and differ 
in some particulars from the rates that the railroads had in 
effect before the Commission issued its orders. The situation 
in Arkansas gave the railroads a chance to make more scien- 
tific tariffs than is usually possible, and they sought to take 
advantage of it. The rates were made after conferences not 
only with the Commission, but with shippers. However, the 
Commission and many shippers in the state criticize the new 
rates severely. The Commission on October 31 issued an order 
declaring the rates extortionate and unlawful, and prohibiting 
their collection. It also holds the rates it fixed as just, 
although the federal court has enjoined their enforcement. 
A. S. Bragg, manager of the Merchants’ Traffic Bureau, Little 
Rock, is quoted as denouncing the new schedule as an out- 
rage. He says: “It not only affects the wholesaler, but the 
retailer and every consumer. While I am in favor of high 
prices and high wages, I do not believe in highway robbery.” 


The Pennsylvania Railroad also has an educational train. 








1308 RAILROAD AGE GAZETTE. 


on their investment? The average rate of hauling a ton of 
freight one mile fell from 10.3 mills to 7.7 mills. As for 
profits, the dividends on stock and the interest on bonds in 
1887 were 31 per cent. of the gross receipts, and in 1906 only 
24 per cent. 

Millions of money are lying idle in the banks because in- 
vestors don’t dare buy railroad securities. Just put yourself 
in the place of an investor. An investor is one who has spent 
less than he took in untii he has saved a few thousand dol- 
lars. That is an investor. I don’t know what your experi- 
ence has been, but I have found that to save a thousand 
dollars takes a long time and a lot of self-denial. When a 
man has a thousand dollars put away in a savings bank, 
where he is quite sure he can’t lose it, where he can draw It 
out at any time, and where it pulls out 4 per cent. interest, 
you have to “show him” why he should draw that thousand 
dollars out of the bank and put it into something else paying 
334 per cent. on the chance of selling it at an advance. 

Get the picture: A bond broker leads the investor down to 
look at some property. It is an elegant railroad train. Upon 
this train he desires the investor to lend his thousand dollars, 
accepting as security a mortgage on the train, or, in the ver- 
nacular of the street, a bond. On the station platform an anti- 
railroad agitator with a loud voice is haranguing the crowd 
and pointing with angry gestures at some railroad Officials 
seated in an observation car. Pretty soon somebody picks up 
a cobblestone, which smashes a window in the car and lands 
in the epigastric region of a railroad officer. Others grab any- 
thing that is not nailed and bombard the car some more. 
Presently they extend their operations to the other cars in 
the train. In a short time there is not a whole window in 
the outfit, and the chandeliers are in fragments on the floors 
in the aisles. 

Now, what do you imagine are the emotions of the investor? 
Do you think he is consumed with a craving to hustle his 
savings out of the bank and into a mortgage on a train that is 
being subjected to such delicate and affectionate treatment 
from the masses? Not on your life! “The savings banks 
for mine!” says he. 

Now, fellow manufacturers, we who build trains and make 
equipment for railroads, how are we going to get any busi- 
ness while a pitched battle is going on between the railroads 
and their customers? The customers are the public. The 
cobblestones which they throw are legislative restrictions. 


The money to be used by the railroads to keep pace with 
the times and the demands upon transportation facilities must 
be found and spent. Not because it means employment for 
those who work for concerns which supply the stuff, but 
because if it is not forthcoming and spent, the country will 
be up against the most disastrous chaos of congestion in busi- 
ness ever known in our history. It so happens, however, that 
if the securities can be sold, and the work of construction 
and purchase is undertaken, it will mean employment for us 
and those who look to us for work. That is why the Railway 
Business Association was organized. Our association has a 
high and noble commercial mission, which is to aid in bring- 
ing about a lasting peace between the public and the rail- 
roads, if it is possible to do it. We believe that the anti- 
railroad agitator can be put to sleep; that investors can be 
reassured; that railroad extension and the purchase of mate- 
rials and equipment can be started up. 

We want it to be perfectly understood that the Railway 
Business Association is absolutely non-partisan in the work it 
proposes to do. We recognize that there are good, fair-minded, 
patriotic men in all parties, and we know also that there are 
misguided men in all parties. We want all men of all political 
parties to deal fairly with railroad problems. We care not 
what the party label, we shall appeal to the manhood behind 
it. We know that in some states the dominant party will be 
the Republican, and in others the Democratic party. There 
are railroad interests to be safeguarded in them all. If we 
are fair, if we have the facts, if the railroad officers keep 
their ears close to the ground, and note the desire of the 
people, and meet them half way, and manifest a disposition 
to strive to please, all parties will ultimately glorify the 
railroads. 

If railroads throw all their power into the balance in favor 
of one party, or an individual, what else can they expect than 
_that all the members of the other party, or all the friends of 
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the other individual will be their venomous enemies, con- 
stantly on the alert to do them harm? 





The Roadmasters’ Convention. 





The twenty-sixth annual convention of the Roadmasters’ 
and Maintenance of Way Association will be held at the Hotel 
Blatz, Milwaukee, Wis., November 10, 11 and 12. The sub- 
jects of the committee reports are as follows: (1) How to 
guard against stock claims, fire claims and injuries to track 
employees. (2) Organization of a roadmasters’ division from 
office to trackwalker. (3) Substitutes for wooden ties, cost 
of each and recommendations for use. (4) Proper care of 
track material and tools. (5) Relaying rail, organization 
of forces, methods of work and cost. 

There will be individual papers by E. E. R. Tratman and 
F. A. Smith. 

Subjects for Topical Discussion—(a) Paving of ditches. 
(b) Dressing of gravel ballasted track. (c) Length and size 
of ties. (d) How to drain the midway of track; whether by 
surface ditches or by tile drains. (e) Should the gage of 
curves be readjusted for wear to the side of the railhead, and 
by moving which rail? (f) Quality of track labor. 

J. A. Kerwin (St. L., I. M. & S.) is President, and Walter 
E. Emery (P. & P. U. Ry.) is Secretary. 





St. Clair Tunnel Electrification. 





The Grand Trunk is about to accept from the contractors 
the electrification of the St. Clair tunnel, Port Huron, Mich., to 
Sarnia, Ont. Invitations have been sent out to railroad men 
and engineers, to make a special inspection of the electrical 
plan, equipment and appliances on Thursday afternoon, Novem- 
ber 12. The following program and schedule have been ar- 
ranged: At 1 p. m., central time, a special train will leave 
the Grand Trunk station at Port Huron, Mich., for a trip 
through the St. Clair tunnel, giving the party an opportunity 
to inspect the electrical equipment and appliances. At 2.45 
p. m., eastern time, the train will arrive at Sarnia and at 
2 p. m., eastern time, luncheon will be served at the Hotel 
Vendome, Sarnia. At 4 p. m., eastern time, the train will 
leave Sarnia for Port Huron, Mich., and at 3.30 p. m., central 
time, will leave Port Huron for the power house and electrical 
plant, which the party will inspect. At 4 p. m. the special 
train will leave the power house for the Grand Trunk station 
at Port Huron, arriving there at 4.10. The St. Clair tunnel 
is one of the longest submarine tunnels in the world and its 
electrification is an important event. The cost of the work has 
been over half a million dollars. Further details of the work 
are given on another page. 





Dining Car Superintendents. 





The annual meeting of the American Association of Dining 
Car Superintendents was held in Chicago on October 22 and 
23. About 70 per cent. of the membership was present. It 
was decided to give to the Federal Department of Agriculture 
a complete list of the members of the association and to ask 
that information of benefit to them be furnished by the de- 
partment. The national pure food law and methods of con- 
forming to it were discussed. 

The following officers were elected for the ensuing year: 


President, J. H. Seal, Lehigh Valley 

Vice-President, W. A. Cooper, Canadian Pacific. 

Secretary and treasurer, F. M. Dow, Illinois Central. 

Executive Committee: B.S. Harvey, Fred. Harvey System, Chicago ; 
F. J. Moore, N. Y. C. & St. L.; C. H. Jennings, St. Louis Southwestern, 





The Armour Institute of Technology. 





During the coming year, there will be published the first 
volume of the Armour Engineer, a semi-annual publication 
by the students of the Armour Institute of Technology, Chi- 
cago. It is to contain technical articles by graduates, results 
of laboratory research, papers before engineering societies, 
and various regular departments. 
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Car Lighting Engineers. 


The first annual convention of the Association of Car 
Lighting Engineers will be held at Chicago in the week be- 
ginning November 16. The object of the association is to 
promote the knowledge of railroad car lighting. It has now 
150 members, active and associate. The active members are 
railroad men in charge of car lighting, while associate mem- 
bership is open to supply men. The officers are as follows: 
President, A. L. Farrelly, Electrical Engineer, Chicago & 
North-Western; First Vice-President, E. M. Cutting, signal 
superintendent, Southern Pacific; Second Vice-President, A. J. 
Collett, electrical engineer, Union Pacific; Secretary and 
Treasurer, G. D. Colegrove, chief electrician, Illinois Central. 





American Society of Civil Engineers. 





At the meeting of the American Society of Civil Engineers 
held on Wednesday, November 4, a paper by Col. H. M. Chit- 
tenden, M. Am. Soc. C.E., entitled ‘“‘“Forests and Reservoirs in 
Their Relation to Stream Flow, with Particular Reference to 
Navigable Rivers,” was presented for discussion. 





Traffic Club of Chicago. 





At the dinner of this club at the Grand Pacific Hotel, on 
election night, 225 members and guests were present, to 
enjoy the entertainment and hear the returns. 





MEETINGS AND CONVENTIONS. 





The following list gives names of secretaries and dates of next or 
regular meetings. 





AIR noe Apmgcumen—¥, M. Nellis, 53 State street, Boston, Mass. ; 
une, 

AMERICAN INSTITUTE OF ELECTRICAL ENGINEERS.—R. = Pope, 33 West 
89th street, New York; second Friday in month 

AMERICAN RAILWAY ASSOCIATION.—W. F. Allen, 24 Park Place, New 
York; November 18, 1908. 

AMERICAN RAILWAY BRIDGE AND pra vene ASSOCIATION.—S. F. Patter- 
son, & M. R.R., Concord, N. 

AMERICAN Site ENGINEERING AND _— oF Way Assoc.—-B. H. 
Fritch, 962 Monadnock Building, Chicago; March 16- 1909. 

AMERICAN RAILWAY MASTER MECHANICS’ ASSOCIATION.—J. . Taylor, 

0 Old Colony Building, Chicago; June, 

kere Socrzty oF CIVIL ENGINFERS. it, W. Hunt, 220 W. 57th- 
street, New York; ist & 8d Wed. in month, except July and Aug. 

AMERICAN SOCIETY OF ‘MECHANICAL ENGINEERS. * Calvin W. Rice, 29 
West 39th street, New York; December 1 to 4, 1908. 

AMERICAN STREET AND INTERURBAN RAILWAY ASSOC 
son, 29 West 39th street, New York. 
ASSOCIATION OF AMERICAN RAILWAY ACCOUNTING OFFICERS.—C. G. 

Phillips, 143 Dearborn street, Chicago, last Wed. in api. 1909. 
eae sar OF RAILWAY CLAIM AGENTS.—C. L. Young, & N.-W. 
Ry., Chicago, Ill.; May, 1909. 
ASSOCIATION OF RAILWAY TELEGRAPH SUPERINTENDENTS.—P. W. Drew, 
Wis. Central Ry., Chicago; June 23-25, 1909 
—— OF TRANSPORTATION AND CAR ACCOUNTING OFFICERS.— 
P. Conard, 24 Park place, New York; December 8, 9, 1908. 
CANADIAN RatLway CLus.—Jas. Powell, Grand Trunk Ry.. ‘Montreal, 
Que.; first Tuesday in month, except June, July and August. 
CANADIAN SOCIETY OF CIVIL ENGINEERS.—Clement H. McLeod, Montreal, 
Que.; January. 
CENTRAL RAILWAY €LUB.—H. D. Vought, 62 Liberty ee Ea York ; 
second Friday, in January, March, May, Sept. and N 
eae CLAIM ASSOCIATION.—Warren P, Taylor, Rich., Fred. & Pot. 
Richmond, Va.; June 16, 1909. 
a Master BOILER MAKERS’ ASSOCIATION .——Harry D. 
Vought, 62 Liberty street, New York; May, 1909. 
Iowa RaiLway CLuB.—W. B. Harrison, Union Station, ry Moines, 
Iowa; second Friday in month, except July and August 
Master Car BUILDERS’ ASSOCIATION.—J. W. Taylor, Old Colony Build- 
ing, Chicago, Ill.; June, 1909. 
New ENGLAND RAILROAD CLUB.—G. H. Frazier, 10 Oliver street, Boston, 
Mass.; 2d Tues. in month, except June, July, Aug. and ‘Sept. 
New York RarLroap CLus.—H. D. Vought, 62 Liberty street, New 
York; third Friday in month, except June, July and August. 
Norru-West RAILway CLuB.—T. W. Flannagan, Soo Line, Minneapolis, 
Minn. ; 1st Tues. after 2d Mon. in month, except June, July, Aug. 
RAILWAY CLUB OF PITTSBURGH.—J. D. Conway, ——— Pa. ; ; fourth 
Friday in month, except June, July and August 
RAILWAY SIGNAL ASSOCIATION.—C. C. Rosenberg, 12 North Linden 
street, Bethlehem, Pa. 
ROADMASTERS’ AND MAINTENANCE OF Way ASSOCIATION.—Walter E. 
Emery, P. & P. U. Ry., Peoria, Ill.; November 10-12, 1908. 
Sr. Louis Raibway CLus.—B. W. Frauenthal, Union Station, St. cane, 
Mo.; second Friday in month, except June, July and August. 
SoUTHERN AND SOUTHWESTERN Ry. CLuB.—A. J. Merrill, 218 Pruden- 
tial Bldg., Atlanta, Ga.; 3d Thurs. in Jan., April, Aug. and Nov. 
a, ENGINEERS’ ASSOCIATION. —wW. O. Thompson, N. ¥. Co oe. 
R.R., East Buffalo, N. Y. 
Wena RAILWAY CLun.—J. W. Taylor, 390 Old Colony Bldg., 
Ill.; 8d Tuesday each month, except June, July and Aug 
WESTERN SOCIETY OF ENGINEERS.—J. HB. Warder, Monadnock Building, 
Chicago; first Wednesday, except July and August. 
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Oraffie News. 


The Federal Court at Little Rock has issued an injunction 
restraining the Railroad Commission of Arkansas from en- 
forcing against the Little Rock & Hot Springs Western the 
state 2-cent fare law and the orders of the commission reduc- 
ing freight rates. 





According to the New York Journal of Commerce, com- 
plaints regarding increases in freight rates are now coming 
into the office of the Interstate Commerce Commission in 
great volume. Many of these complaints have to do with 
rates on coal, meat, lumber and other staple articles. 


The Railroad Commission of Louisiana has issued an order, 
effective on October 25, that the charge of 3 cents per sack for 
loading and unloading rice at points in Louisiana shall be 
abolished and that the carload rates already fixed by the 
Commission shall be applied without any additional charge. 


The Manufacturers’ Club of Buffalo, N. Y., jointly with the 
Black Rock Manufacturers’ Association, now maintains a 
traffic bureau in the Coal & Iron Exchange. The manager, 
William H. Frederick, is to act, where desired, as the agent 
of the members of these associations in their dealings with 
the railroads. 


The Inspection bureau of the Trunk Line Association has 
now been in existence 25 years, and, according to an account 
of its work printed in the Brooklyn Eagle, shippers who try 
to “beat” the railroads by representing goods as low class 
when they are high class, are as plenty as ever; or, at any 
rate, are so numerous that each inspector, it is estimated, 
saves enough on freight bills for his employers to pay his 
salary six times over. 


Members of the Central Passenger Association are consid- 
ering a plan for pooling the eastbound second class passenger 
traffic from Chicago and the west, that which goes on through 
railroad and steamship steerage tickets. While details of 
the plan have not yet been determined it has been practically 
decided that four of the differential lines, the Erie, the Grand 
Trunk, the Nickel Plate and the Wabash shall each receive 
one-sixth of the business, and the other three differential 
roads, the Baltimore & Ohio, the Michigan Central, and the 
Panhandle rouic will divide the other two-sixths. 


The Chicago, Milwaukee & Gary, which is the new name of 
the railroad heretofore known as the Illinois, lowa & Minne- 
sota, has issued a notice that it adopts and makes its own 
in every respect all tariffs, rules, notices, concurrences, traffic 
agreements, divisions, authorities, powers of attorney and 
other instruments filed with the Interstate Commerce Commis- 
sion or concurred in by the Illinois, Iowa & Minnesota. The 
Chicago, Milwaukee & Gary is an outer belt line at Chicago 
that connects Rockford with Momence, Ill. All former officers 
of the Illinois, Iowa & Minnesota became the officers of the 
Chicago, Milwaukee & Gary. 


The railroads in Arkansas have filed freight tariffs to take 
the place of those made by the Railroad Commission, the en- 
forcement of which has been enjoined by the Federal Court. 
The new tariffs became effective November 2. They are some- 
what higher than the rates fixed by the Commission, and differ 
in some particulars from the rates that the railroads had in 
effect before the Commission issued its orders. The situation 
in Arkansas gave the railroads a chance to make more scien- 
tific tariffs than is usually possible, and they sought to take 
advantage of it. The rates were made after conferences not 
only with the Commission, but with shippers. However, the 
Commission and many shippers in the state criticize the new 
rates severely. The Commission on October 31 issued an order 
declaring the rates extortionate and unlawful, and prohibiting 
their collection. It also holds the rates it fixed ‘as just, 
although the federal court has enjoined their enforcement. 
A. S. Bragg, manager of the Merchants’ Traffic Bureau, Little 
Rock, is quoted as denouncing the new schedule as an out- 
rage. He says: “It not only affects the wholesaler, but the 
retailer and every consumer. While I am in favor of high 
prices and high wages, I do not believe in highway robbery.” 


The Pennsylvania Railroad also has an educational train. 
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It is the “farmers’ special’ and will leave Broad street sta- 
tion, Philadelphia, Nov. 10, for a three-day trip through east- 
ern Pennsylvania. Twenty-two stops will be made, at each 
of which 45-minute lectures by experts from the state College 
of Agriculture will be given on the growing of alfalfa, soil 
fertility, corn culture and dairy products. Pamphlets have 
been prepared for distribution at the different stations at 
which the train will stop. These pamphlets will contain prac- 
tical suggestions to the farmer for improving both his prod- 
ucts and soil. The purpose of the farmers’ special is to make 
more personal and direct the efforts which the state coilege 
has been exerting to disseminate instruction to the farmers 
throughout the state. Appreciating the importance of this 
movement, the Pennsylvania agreed to run the special. The 
train will be made up of three day coaches and an engine. 
The cars will be fitted up as lecture rooms, but talks will be 
‘given outside when the capacity of the cars is exhausted. 
Representing the state college on the special will be Professors 
Agee, Hunt, Van Norman, Gardner, Shaw, and McDowell. It 
is probable that the United States Bureau of Forestry will 
send someone to talk on the preservation of fence posts and 
the care of trees. W. J. Rose and C. E. Kingston, division 
freight agents, will represent the Pennsylvania. 


The Illinois Central, the Chicago & North-Western, the 
Wabash, the Atchison, Topeka & Santa Fe, the Chicago, Bur- 
lington & Quincy, the Chicago, Milwaukee & St. Paul, the 
Grand Trunk, ‘the Chicago Terminal Transfer Railroad, and 
the Belt Railway of Chicago have filed a petition in the 
United States Circuit Court at Chicago for an injunction to 
restrain the railroad Commission of Illinois from enforcing 
its order fixing a new schedule of switching rates. The rates 
prescribed by the Commission were given in the Railroad Age 
Gazette, September 25, page 1018. Judge Kohlsaat set No- 
vember 18 as the date for the hearing and suspended enforce- 
ment of the rates meantime. The rates fixed by the Commis- 
sion are attacked as unreasonable and confiscatory. The Belt 
Railway says they would reduce its revenues $300,000 a year, 
and in view of the deficit of $162,275 between January 1 and 
September 1, 1908, it is declared that this would destroy the 
value of the property. The North-Western, the Burlington 
and the St. Paul each say the Commission’s rates would reduce 
their receipts $100,000 annually; the Wabash estimates a re- 
duction in revenues of $25,000 annually, and the Santa Fe 
$2,000. The Illinois Central says the reduction in switching 
charges on coal traffic alone would cause it a loss of $10,000 
annually, and the total loss on all kinds of traffic would be 
much more. J. N. Faithorn, Receiver and President of the 
Chicago Terminal Transfer, says this road was operated at 
a loss of $45,000 in the last fiscal year, and the Commission’s 
switching rates would greatly increase its deficit. He chal- 
lenges the power of the Commission to define a territory 
as the Chicago switching district for the purpose of making 
exceptional rules as to switching. The requirement that 
switching charges on grain shall not exceed 75 per cent. of 
those on other commodities is denounced by all the com- 
plainants as an arbitrary and unreasonable discrimination. 





INTERSTATE COMMERCE COMMISSION. 





It is held essential that when one tariff cancels a part of 
another tariff, specific reference to the tariff so effected and to 
the part so canceled shall be given, and the carrier must issue 
the amendment. 


It is held unlawful for a railroad to provide an empty car 
at factory sidings into which shippers may load L. c. L. ship- 
ments which are redistributed by the agent of the railroad at 
its regular freight station. 


The commission held that a pass must be issued to a bona 
fide ex-employee who is traveling for the purpose of going 
to work for any common carrier, whether the work has been 
previously arranged for or not. 


A petition to reopen the case of the Traffic Bureau Mer- 
chants Exchange of St. Louis v. Chicago, Burlington & Quincy, 
in which the commission forbid the allowance of elevation 
charges at the Missouri river, has been denied. 
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In connection with the provision of the anti-pass law which 
provides that free transportation must be given to families 
of employees killed in the service of common carriers, it was 
held that this does not include the families of employees who 
died a natural death while in the service of a common carrier. 


A dealer bought a carload of'lumber f.o.b. at the milling 
point, and through the mill owner’s failure to load the car 
promptly, demurrage accrued but was not collected on de- 
livery of the car. The commission held that demurrage must 
be collected by the railroad, but would not decide from whom 
the money should be collected. 


Complaint has been filed with the Interstate Commerce 
Commission against the Delaware, Lackawanna & Western 
by J. M. Ballou, coal dealer, alleging that the sale of coal at 
wholesale through New York state is regulated by railroad 
companies in such manner as-to prevent a reduction of prices 
by competition, and that the number of persons to whom coal 
will be supplied is restricted. 


A protest has been filed with the Interstate Commerce Com- 
mission against the enforcement of the rule recently promul- 
gated by the official classification committee requiring the con- 
signee’s name to be shown on every package of freight. The 
Pennsylvania and the New York, New Haven & Hartford are 
named in the complaint. The complaint alleges that by plac- 
ing the name of the consignee on the package, competitors 
are enabled to learn the names of customers, to the shipper’s 
disadvantage. 


Prior to August 28, 1906, when the amended act to regulate 
commerce became effective, some roads used car service rules 
of car service associations to assess demurrage and other ter- 
minal charges. These rules were not filed with the commis- 
sion until after August 28, but bore effective dates, ante-dating 
the amended act. The commission held that since the law re- 
quired railroads to file their schedules both before and after 
August 28, 1906, no charge not so filed could be collected, and 
that therefore the tariff used before August 28 did not become 
effective until 30 days after they were filed with the com- 
mission. 


A lawful through rate existed between two points, applicable 
over two routes, one of which was indirect, and therefore not 
ordinarily used by the railroad for through movements. The 
shipper billed locally to a point on the latter route, and re- 
billed to destination without taking either constructive or 
actual possession of the car at the local point, but making his 
re-billing arrangements with the agent of the railroad at a 
distant point. Upon arrival of the shipment at destination, 
the carrier collected the balance of the through rate and the 
Commission held that the local billing was not in good faith, 
but was a device between the shipper and the carrier’s agents 
to avoid the higher through rate, by having the carrier’s 
agents act as the forwarding agents of the shipper. In such 
a case the through rate is the only rate lawfully applicable. 


Rule 52, Tariff Circular 15-A, has been amended by adding 
the following: When it becomes necessary to change the 
terms of a short-time excursion fare tariff issued under this 
rule and covering a period not exceeding 30 days, for any of 
the following reasons: Changes in dates of meeting, involv- 
ing changes in dates of sale and in return limit, not exceeding 
30 days; extension of the return limit, not exceeding 30 days; 
additional selling dates; additional stop-over privileges; or a 
reduction in fares, or to cancel such tariff before date of its 
expiration, when the occasion for the excursion has been de- 
clared off, such change or cancelation may, when the excursion 
is limited to a designated period of not more than three days, 
be made by posting tariff containing the cancelation or change 
one day in advance in two public places, in the waiting room 
of each station where tickets for such excursion are sold, and 
mailing a copy thereof to the Commission. If the excursion 
is limited to a designated period of more than three days 
and not more than 30 days, cancelation or change may be 
made on like notice of three days. If the excursion is limited 
to a designated period exceeding 30 days, statutory notice 
must be given of change or cancelation, or special permission 
for shorter time must be secured. 
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STATE COMMISSIONS. 


The Railroad Commission of Louisiana has ordered that all 
railroads carrying baggage or commercial samples on pas- 
senger trains shall allow 48 hours free storage of such bag- 
gage or commercial samples after their destination is reached. 


The Railroad Commission of Louisiana has ordered the 
Louisiana Western, the Crowley Belt & Terminal and the 
Opelousas, Gulf & Northeastern to establish interchange track 
connections at Crowley, La., the expense to be divided betwen 
the lines. 


The Railroad Commission of Louisiana has ordered the rail- 
roads in the state to furnish enamel drinking cups or glasses 
at water coolers in both passenger coaches and station wait- 
ing rooms. The Commission has found that the drinking cups 
furnished by the roads are frequently “unfit for use.” 


The Oklahoma State Railroad Commission now has an en- 
gineer, J. M. Lee, formerly Superintendent of the Houston & 
Texas Central at Houston; of the Southern Pacific at San An- 
tonio, and of the Trinity & Brazos Valley. His first work, it 
is said, will be to make a valuation of all the railroads in the 
state, 


The New York Public Service Commission, First district, 
has ordered the Metropolitan Street Railway and the Fifty- 
ninth street cross-town line of the Central Park, North & 
Kast River to interchange transfers. The Metropolitan is to 
get 3%, cents and the Central Park company 1% cents of 
each 5 cent fare. 


The New York Central & Hudson River has been ordered 
by the New York Public Service Commission, Second dis- 
trict, to reduce its weighing charges from 50 cents a car to 
25 cents a car on the cars of the Buffalo Foundry & Machine 
Co. The weighing is done on track scales belonging to the 
Buffalo Foundry & Machine Co. 


The Crowley Board of Trade has petitioned the railroad 
commission of Louisiana to have Crowley put on the same 
basis as New Orleans in the matter of rates on clean rice. 
The rates asked are on a mileage basis starting with a rate 
of 5.5 cents per 100 lbs. for 10 miles and under, and going up 
to 12 cents per 100 Ibs. for over 125 miles. 


The Board of Railroad Commissioners of California, in the 
case of Bridgeford-Cunningham Co. v. McCloud River Rail- 
road, states emphatically that it is not governed by rules of 
evidence as observed by the courts of law, its object being 
to arrive at the facts, and that in so doing it follows the 
practice adopted by the Interstate Commerce Commission. 


The Railroad Commission of Louisiana having reduced the 
rate on coal, c.u., from New Orleans to Opelousas during the 
summer months, upon the petition of the Crowley Board of 
Trade orders the Morgan’s Louisiana & Texas and the Louis- 
iana Western to reduce the rate from New Orleans to Crowley 
to $1.10, being the same rate that is in effect to Opelousas. 
Crowley is about the same distance from New Orleans as is 
Opelousas. 


The Railroad Commission of Louisiana has refused to order 
the Yazoo & Mississippi Valley to increase its passenger service 
on the Baton Rouge & Hammond branch. Complaint was 
made that the service was inadequate. The Commission says 
it inspected the line and found its physical condition excel- 
lent. There is now a mixed freight and passenger train each 
way daily. The road began operation in February, 1908, and 
the Commission finds that up to July 31, 1908, the total earn- 
ings of the line were $19,604, while its operating expenses were 
$29,782. It is therefore concluded that the road is furnishing 
the best service that it is justified in giving. 


The Railroad Commission of Louisiana has ordered the 
Texas & Pacific to build within 90 days a granite roadway 
at its New Orleans freight terminals to extend along what is 
known as the Brogan shed, the full length of its yard from 
Thalia to Terpsichore streets, and also to build a granite 
roadway along what is known as the Harris shed, these road- 
ways to be not less than 30 ft. wide. It has also ordered this 
road to build a covered platform along each side of the center 
track of its yard within six months. These orders are made 
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to provide better means for the handling and storing of sugar 
and molasses. The yards were in wet weather very muddy. 


The Railroad Commission of Louisiana, although upholding 
the principle underlying concentration charges on cotton, that 
is, a certain fixed charge to be collected from the shipper 
and returned to him when the cotton is returned to 
the railroad company for re-shipment, held that concentration 
charges were not proper at a town through which no other 
railroad runs, and where the concentrated cotton must be 
shipped out over the same railroad by which it was brought 
in. The same ruling was made in the case of products of 
cotton seed. 





A Wisconsin Telephone Law. 


The Railroad Commission of Wisconsin has rendered an 
opinion requiring the Great Northern to install a telephone 
of the People’s Telephone Company in its ticket office at 
Superior, Wis. The road already had the service of the Doug- 
las County Telephone Company, with which it had a con- 
tract providing that it would use the services of this com- 
pany exclusively. The Commission held that the carrier may 
not select exclusively any telephone agency which for any 
reason is incapable of enabling the carrier fully to discharge 
its duties to the public. The Commission said of the law 
under which it acted: 

“To compel a railroad to install telephone service in all instances 
where none at present exist and where they may not be essential, would 
by an unreasonable requirement and yet the act commands that when 
the Commission, ascertaining upon investigation, that no telephone 
service can be had with any road, it shall by order fix [prescribe] a 
reasonable service to be installed. It must follow from the mandatory 
language employed that the Commission has no discretion to refuse 
to grant an order requiring such service to be provided. That such a 
regulation is not reasonable must be apparent to all Nevertheless, it 
is the business of the judiciary and not of this Commission to declare 
whether any statute, under the police power, is reasonable and valid or 
unreasonable and void. Until the Supreme Court holds invalid a stat- 
ute, enforcing duties upon the commission, its provisions must be ob- 
served and enforced.” 





Steamship Business in a Bad Year. 





The Journal of Commerce quotes the following figures for 
the transatlantic traffic at the port of New York during the 
first 10 months of 1907 and 1908: 














Cabin passengers—_————————_,, 

y———F irst_—_, Second———_—__ 
1908. 1907. Dec. 1908. 1907. Dee. 
Westbound .... 83,568 92,152 8,583 142,890 196,434 53,544 
Eastbound - 85,122 90,762 5,640 94,819 92,467 *2,352 
Total .......168,690 182,914 14,223 237,709 288,901 51,192 
Steerage: Westbound ............... 330,455 1,186,784 856,329 
URANO oo ea. o a's senna eer aire 582,106 349,395 *232,711 
MGI oa 3, da asia sees aeweleus 912,561 1,536,179 623,618 

* Increase. 


On the basis of $100, which, it is believed, is a very low 
average rate for first cabin, $45, which is equally low for 
the average second cabin and $25 for steerage, the steamship 
lines for the first 10 months of 1908 are confronted by a deficit 
of $19,316,390 from the 1907 figures as follows: 


First cabin—14,223 passengers at $100...............-. $1,422,300 
Second cabin—51,192 passengers at $45............... 2,303,640 
Steerage—623,618 passengers at $25 ........0.ceeeeeee 15,590,450 

(WORM CEUGIN Sas ad aca we dad ae cee dac acdc eegeaa woaeine $19,316,390 


These figures cover Canadian as well as United States At- 
lantic port business. The figures by months show that the 
greatest outward movement took place in April, which is 
usually one of the most active months for inward travel. 
The monthly record follows: 





y———Emigration . --——Imnigration——_, 

1908. 1907. Change. 1908. 1907. Change. 
SODUETY oe ces 58,767 16,272 + 12,495 27,220 54,417 — 27,197 
February ..... 50,394 16,119 + 34,265 23,381 65,541 — 42,100 
ae 46,311 20,092 + 26,219 32,51 139,118 —106,601 
P11) See rere 87,561 27,944 + 59,617 41,274 145,256 —103,982 
ERG os faite caters 75,345 33,710 + 41.635 36,317 183,526 —147,209 
GON eels ooo aie 59,296 41,655 + 17,641 20,073 136,843 —116,770 
MUNN cccee ees 64,468 52,426 + 12,042 29,518 134,501 —104,983 
yO ere 63,642 50,050 + 138,592 41,938 121,087 — 79,149 
September ..... 40,188 43,028— 2,840 38,502 101,862 — 63,365 
CRUOMGR §66.4s a5 36,144 48,099 — 11,955 39,715 104,628 — 64,913 








Total, 10 mos.582,106 349,395 + 232,711 


330,455 1,186,784 —856,329 
Excess 23% caetane “Guna 
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NOVEMBER 6, 1908. 


Argument in Missouri River Jobbers’ Case. 





The United States Circuit Court at Chicago, Judges Gross- 
cup, Seaman and Baker, heard arguments on October 30, in 
the case brought by 11 roads operating between the Mississippi 
and Missouri rivers, to have the Interstate Commerce Com- 
mission enjoined from enforcing its order in the Missouri 
river jobbers’ case. (Burnham, Hanna, Munger et al. v. C., 
R. I. & P. et al. See Railroad Age Gazette, September 18, 
p. 938, and October 23, p. 1214). 

W. D. McHugh, who appeared as counsel for the railroads, 
attacked the order of the commission upon the ground that it 
would cause discrimination in favor of shippers at the At- 
lantic seaboard and the Missouri river as against shippers at 
Chicago, St. Louis and other intermediate points, and would 
tend to establish a wrong principle. He defended the roads 
in making rates break at the Mississippi river, contending 
that while in the case of a single road long distance trans- 
portation may cost less than local business because the heavy 
terminal costs are distributed over more mileage, in the case 
of connecting roads, it does not follow that a thrdugh joint 
rate should be less than the sum of the local rates. Through 
shipments from New York to the Missouri river must be 
transferred from one road to another at Chicago, St. Leuis 
or other points of connection, and these transfers, owing 
to the expense of switching or reloading, are as costly as the 
cost of loading at a terminal. Affidavits were presented to 
show that through transportation through Chicago costs more 
than local hauls. 

The Interstate Commerce Commission was represented by 
Luther M. Walter. Mr. Walter said the principle that the 
roads are attacking in this case is applied by them in the 
rates from New York to St. Paul. The local rate from New 
York to Chicago is 75 cents, first class, and from Chicago 
to St. Paul 60 cents, but the joint through rate from New 
York to St. Paul is only $1.15. Judge Grosscup asked Mr. 
Walter why the Commission had not considered the effect 
of its order on the intermediate cities. Mr. Walter replied 
that it could do so only after complaint had been made by 
the other cities affected. He argued that as a matter of 
principle through rates should be less than the combinations 
of the locals. 








Equipment and Supplies. 


LOCOMOTIVE BUILDING. 





The Northern Pacific is in the market for three Atlantic 
and 10 Pacific locomotives. 


The Virginia-Carolina has ordered one locomotive from the 
Baldwin Locomotive Works. 


The Bonlee & Western, J. H. Dunlop, Pt. Dillon, S. C., is 
asking prices on some locomotives. 


The Lehigh & Hudson River has ordered six locomotives 
from the Baldwin Locomotive Works. 


The Western Washington Logging Co. has ordered two loco- 
motives from the Baldwin Locomotive Works. 


The St. Johns River Terminal Co. has ordered one loco- 
motive from the Baldwin Locomotive Works. 


The Pittsburgh Coal Co., Pittsburgh, Pa., has ordered one 
locomotive from the Baldwin Locomotive Works. 


The Western Maryland has ordered 10 consolidation and 
three switching locomotives from the Baldwin Locomotive 
Works. 


The Keweenaw Ceniral has ordered one 10-wheel locomo- 
tive from the Baldwin Locomotive Works. It will have cylin- 
ders 19 in. x 26 in. with a tractive power of 29,000 lbs. 


The Canton-Hankow, as reported in the Railroad Age Gazette 
of October 30, has ordered six simple mogul locomotives from 
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the American Locomotive Company for delivery within five 


months. The specifications are as follows: 
General Dimensions. 

Ria Dea a wil ach. Sane. Ha aia eran ar arate os Sees cae 4ft. 8% in. 
Weight Cia OUNGOE rs. .c.o ha eecerel ene acaeeees 123,000 Ibs. 
WORE IROQUMR cs cdasawdeyedanedway cawde wate 1 1,000 
CTS R NI reins ws a rernaeie va dead ea waa deate 19 in. x 26 in. 
PRGMIGCOMs OR OUIVOEE Nas ccs cecacucccdcecengcaceuwd 56 
GSE CPNG). - ccc ccccccsaescnecees Extended wages -_ 
Boiler, working steam pressure..........e2ee-cee-- 
Heating surface, ROMON edn da ceddwcwccumaalas 1 1830 8a, ft 

HUGMOE Nav kacawarcsnacnaaners 165 
“ SONS kasd cectvadtedavaennwe 2,000 - 
Tubes, ember Raa e ease bee earn a MaRal eee mare 290 
OURS CUIMTNINOR se tie ce cic ccc bccla awe se mueamed 2 in. 
: NQUMER tac: ala aera ct aale a dscd dela nen aeals IZft. 2“ 
co MAMGHION 4cu2 cc cceus Knobbled charcoal iron No, 12 
Firebox, 3 NIOUIED da' ciao di ord Malu adatn dal oranda oleee a oaed Narrow 
NGUEMELE oeee Wan ad wlan we aces dence werdlwowwae 108 in 
= eli ee OR IR RRR RR 7 40 “ 
CRGIOI AVORS 6 oso ie cldeddcatidmecnaneae aaawe 30.3 sq. ft. 
WRECGH COMGGRED an 6 cdc ce ies Heewieeeewnwenal 5,000 gals. 
COAMCSUIROINY hos tic cecdedevine wadencdeeuutecaees 9 tons 
Special Equipment 
MIS b citidio deste eecaeueaucbane secede Open-hearth steel 
iGO sn cad ce wid cd ane Aided candies eaade Sansom 
Boiler TASES «. < scccccewsecsnensns Sectional magnesia 
BR BUsin cc cecacecewes Westinghouse-American combined 
COMUNE 6 6 ocd Sas cane Code ad anawcinawnneeunaaee Janney 
DIRNCI MOD a a ciancin cecedcetcneaceeesassiawana Cast steel 
WIGGMIMUIENS clac Was cusceeds coedeodwwees 14-in. round case 
UICQROMN a6 weed Sa accten wawais Nathan, Monitor No. 8 
SUED HCREIN SE: 6c 6 ccc tte deccececevwccetconses Bronze 
Piston and valve rod packing.........ceecseeees Jerome 
Be NRO a oo wo woacdnss aweleae Coale encased, 3-in. 
SAUGINE CEVICES. 2. cecsseccccccceccvcaseecs Pneumatic 
Pie IONl ccc Kec eaactancunateesewcncuadamens Nathan 
CL ie rae otra ee ee mar ae Cast steel 
RNMMNGIN GS G0'e ccd Welciaacicesnunndwune wen Double refined iron 
NOUR CUMIN 0 Sy sc ds de ches Weal ral ds Ria acer wan Ben ma Open-hearth steel 
WENGER ia we nacta de awn nceawonw eee camaaa Walschaerts 
WHMGCMCOINOTB oc i iota cede ee ccduvneae neeenan Cast steel 
SEBSUGHS Coa « conidia Hawa ceed A. L. Co.’s standard flexible 


The Central Northern Railway of Argentina, as reported in 
the Railroad Age Gazette of October 30, has ordered eight 
simple Pacific locomotives from the American Locomotive Com- 
pany for delivery in November. The specifications are as 


follows: 
General Dimensions. 
CAMS oc aa cie ea ial dae aaeo wea te awata ned aaa weueee 39% in. 
WHGinec CMR CNIVQUS ccc cecveces deecananewaws 79,000 lbs 
TUS NONIINN 6 oa cdl asc occa carers Waa aes mcrae nes 114,600 “ 
ComGUN a ei cacies coddeedeteeeadewauas 17 in. x 26 in 
BIPNICUOE OF OFIUCEE 6 Sciecresccncedenasceuddmuman 
HGMGEy CURGhs oacsctandoweneweades Belpaire xivateiet top 
Boiler, working steam pressure ............+52-- 170 Ibs. 
Heating surface, GUNG eddy det Mecenedecusies 1,685 sq. ft. 
MERI cel edocdadcewaddcawee se “ 

- S, COCR cc ccus Etdebacearuduns 1,775 “ 
PGi; WANED 6 cc ences ec da wae ad exusus aaa daatas 4 
ss CUISINES GUNMEN OE 6 6.66555 sce aaacanwsaenawwn aes 2 in 
Se) VIGUMMEM DC ceadteeaecenadenedencoues 5 ft.8% ‘ 

vs WISIGUI Rao osc can eewc dasewes Charcoal poe No. 12 
Firebox, CEU acces acaneede de ceenmenuidan aes Semi-wide 
IGEN a os dese eens eetcwudeeeconuares 66% in 
. C1 er er mrerrr re 
= material and maker...... Steel ; Siemens-Martin 
Gee aNCNe oo sccceecadsaenenewecas atunnwad 5 sq. ft. 
WHEEGE CBNNOING ooo cinciciencweades duccccadenude 4,000 gals. 
CORMCADEOIES on 6 cc ceckieaendewaaas cae 10 metric tons 
Special Equipment. 
Me So wi giana sheckwdie Fak walwaiacele Siemens-Martin steel 
BOUCHE ASRNB 6cce cevtcecememecacae Sectional magnesia 
HN Oire'a <6 kc wieernneeae Westinghouse-American combined 
COUMMIGIE osc es da dandceesuncaes Railrvad Co.’s standard 
PREVI NOE 66.0 Wcekes ees weedaees ceedueae we Cast steel 
PICMIIDE 4 cases sc cucccededacvenemaced 16-in. round case 
INGQGUNM A duidccccudedanmat ee ac@cees “aneenudeas Simplex 
NGI NORDIN oc vcaicccsiceccssetwedce deouaudes Bronze 
Piston and valve-rod packing............ Trojan metallic 
oT a) re ee errr Crosby’s muffled 
SAMS COVICOE is io sdos bi cectecedennae Leach pneumatic 
EMNMICHMONER occ tacssilevadeceniedwmanaaeemaaaae Nathan 
PANU San we wacigand sean Cucec ations Siemens-Martin steel 
PURUR caacccuewcededgededmdannaddaawes Refined iron 
SRC CNNI TNO gaol eiekerel aia ce aie.ct aan ae waraietea ecueraeels 3urdon 
PIRCMNG 2s aceon ch aweowiamaaemacidatd Open-hearth steel 
WEMGGH DOSE occ cea gacadhacrewdtigucdacadde Stephenson 
WHGEGI CONtGNG ...« ccd cveeeeusea Siemens-Martin cast steel 





CAR BUILDING. 





The Chicago Great Western is asking prices for repairing 
2,500 freight cars. 


The Peabody Coal Co., 
fifty-ton steel coal cars. 


The Bonlee & Western, J. H. Dunlop, Pt. Dillon, S.C. 
asking prices on passenger cars. 


Chicago, is in the market for 300 


The St. Louis Southwestern is making inquiries on a number 
of passenger cars, reported to be about 30. 


The Erie has ordered from the Ralston Steel Car Co. 1,000 
steel underframes for use in repair work. 
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The Detroit. Toledo & Ironton intends to contract for re- 
pairing a number of miscellaneous freight cars. 


The Cincinnati, Hamilton & Dayton intends to contract for 
repairing a number of miscellaneous freight cars. 


The New York, New Haven & Hartford has ordered 100 pas- 
senger cars from Osgood, Bradley & Sons for 1909 delivery. 


The Missouri Pacific has given a contract to the Sheffield 
Car & Equipment Co., Kansas City, Mo., for repairing 500 box 
cars. 

The Atchison, Topeka & Santa Fe has given a contract to 
the Sheffield Car & Equipment Co., Kansas City, Mo., for re- 
pairing 475 refrigerator cars. 

The St. Paul & Des Moines has ordered 125 forty-ton box 
cars, 50 fifty-ton steel drop bottom coal cars and four cabooses 
from the American Car & Foundry Co. 

The Georgia & Florida has ordered 200 flat cars and 150 
box cars from the Hicks Locomotive & Car Works. Mention 
of these cars was made in the Railroad Age Gazette of 


October 30. 

The Northern Pacific is asking prices for 300 Hart convert- 
ible cars and 63 passenger cars of miscellaneous types. It 
is said that this road will be in the market about January 1 
for from 1,000 to 5,000 freight cars of various types, but this 
latter is not yet confirmed. 

The Louisville & Nashville, reported in the Railroad Age 
Gazette of October 30 as about to build 500 coal cars in its 
own shops, has just begun building 350 gondola cars at its 
South Louisville shops. These cars were authorized and the 
material purchased before the business depression. 


The Washington Water Power Co., Spokane, Wash., re- 
ported in the Railroad Age Gazette of October 9 as asking 
prices on 20 city and seven closed interurban cars, has or- 
dered this equipment from the J. G. Brill Co., for March de- 
livery. Five of the interurban cars are to be trailers. 


The Georgia & Florida has ordered four 54-ft. first-class 
passenger cars, one 54-ft. passenger and baggage, and one com- 
bination passenger, baggage and mail car from the Hicks 
Locomotive & Car Works. The combination car will be 60 ft. 
inside measurements, and 64 ft. long over all. The 


long, 
bodies of these cars will be wood. The special equipment 
includes: 
RST RRCORS va. 15:54:05) 10. 6.10 Wie 0's Ws 5we S rss. Westinghouse 
RETR TPORIIIES 5. 5. o's, 05-0 -sie eww S816 OH AW Sowe ERIMST Metal 
PTIMONNS 55 5 5501s eo: 1065S, 919 416 win GAs SHG AGE BIS Tower 
Heating system ...... Safety Car Heating & Lighting Co. 
EERE CV RUCER 5: 5<01055i0's'n:0.9 G5 60650 O65 44 4108 Oil lamps 
0 eS ee ee eee ae ee es Pullman color 
NSIS 55. os dice: 6.10 eS wg 6 wie DOG'S BREDA OFS S01 le Steel 
Plush 


Seat covering 


IRON AND STEEL. 


The Rock Island Southern (Hlectric) will require about 
6,000 tons of steel for a bridge across the Edwards river near 
Preemption, Ill. (See Preemption, IJl., under Railroad Struc- 
tures. ) : 

The Grand Trunk, reported in the Railroad Age Gazette of 
August 28 as being in the market for 1,000 tons of steel for 
bridge construction, is said to have ordered 220 tons from the 
American Bridge Company. 


The Cincinnati Southern has given the contract for 4,000 
tons of steel for the Eighth street viaduct at Cincinnati, Ohio, 
to the Riter-Conley Manufacturing Co. (See Cincinnati, Ohio, 
under Railroad Structures.) 





RAILROAD STRUCTURES. 





BALTIMORE, Mp.—An officer writes that tentative plans have 
been prepared for a new passenger station at Baltimore, to be 
occupied jointly by the Philadelphia, Baltimore & Washington 
and the Northern Central Railway, who occupy this station at 


the present time. 


The station proper will be approximately 


100 ft. wide and 300 ft. long. The train floor, or the floor 
on a level with the tracks, will be occupied by baggage, ex- 
press, emigrant station, train master, etc. The floor some 
25 ft. above the level of the tracks will have various waiting 
rooms, ticket offices, telephone and telegraph offices, etc., and 
the upper floors will be occupied by the offices of the Superin- 
tendent and General Agent and their staff of employees. The 
approximate cost, as planned, is about $1,000,000. The mace- 
1ial will be brick with terra-cotta finish. Nothing whatever 
will be done until the plans are approved in a general way by 
the city officiais. It is hardly likely that any work will be 


done for a year. 

CHARLESTON, W. Va.-—The bridge of the Kanawha Bridge & 
Terminal Company across the Kanawha river, now building, 
will be 640 ft. long and 75 ft. above low water. The structure 
is 40 ft. wide, with a 20-ft. roadway, a walkway and space 
for trolley and railroad tracks. The bridge will, it is said, 


cost about $500,000. 

CINCINNATI, OHIO.—The Cincinnati Southern has given the 
contract for 4,000 tons of structural steel for the Eighth street 
viaduct to the Riter-Conley Manufacturing Co., Pittsburgh, 
Pa. The contract price was $165,244. The viaduct is to be 
finished by April 15, 1909. (Oct. 9, p. 1114.) 


GALVESTON, Texas.—Judge Terry, representing the Santa Fe, 
recently submitted a contract for the construction of the cause- 
way over Galveston bay, and it is said the conditions were 
agreed upon by the interested parties. County Judge Mann 
is quoted as saying the causeway contract is satisfactory to 
both the county officials and the railroad with the exception 


of one or two minor details which were to be agreed upon 


November 2. Judge Terry is quoted as saying that there was 
no intention to delay matters, and that everything possible 


would be done to facilitate building the causeway. 


JopLtin, Mo.—A franchise has been drafted and agreed upon 
by the town authorities, and all the interested railroads for 
the proposed new union passenger station here. The Union 
Depot Company has bought 17 acres of land for terminal 
purposes, representing an outlay to date of about $250,000 for 
the proposed terminals. (July 17, p. 549.) 

MELVILLE, La.-——-The Railroad Commission of Louisiana has 


ordered the Texas & Pacific to build a new passenger and 
freight depot here. The structure is to be completed by Jan- 


uary 15. 

Mounpbs, Int.—The Tlinois Central has awarded the con- 
tract for building a warehouse to the George B. Swift Co., 
Chicago It will be of steel and brick construction, one- 
story high, 98 ft. x 150 ft., and will cost $30,000. 

NEENAH, Wis.---The Chicago & North-Western has given the 
contract for building a new passenger and freight depot to 
the Charles W. Gindele Co., Chicago. It will be a two-story 
structure of pressed brick and sione construction and will 
cost $75,00U. (Oct. 30, p. 1267.) 


New ORLEANS, La.—Two warehouses and ten freight cars 
belonging to the Illinois Central were destroyed by fire on 
October 28. The loss is estimated at $75,000. 


Ot City, La.—-The plans and specifications for a combined 
passenger and freight station filed by the Kansas City South- 
ern with the Railroad Commission of Louisiana have been 
approved. The Commission has instructed the Kansas City 
Southern to proceed with the construction of the depet with- 


out unreasonable delay. 


PREEMPTION, Inu.—The Rock Island Southern (Electric), 
which is building a new electric line from Rock Island, IIl., 
southeast to Galesburg, will build a steel bridge across the 
Edwards river, near Preemption, to cost about $180,000. The 
bridge will be 3,100 ft. long, with approaches 1,800 ft. long, 
and will require about 6.000 tons of steel. 


PUEBLO, CoLo.—Officers of the Colorado & Southern and the 
Denver & Rio Grande say that there is no truth in the news- 
paper reports that these roads will put up joint repair shops 
at Pueblo. 


Satt Lake City, Uran.—-The Utah Light & Power Railway 
Co. has been granted a permit to put up car barns 250 ft. x 
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430 ft., of brick and steel construction. The proposed build- 
ing is to occupy the south half of the block between Fifth and 
Sixth south, and Sixth and Seventh east streets, the north 
half being used for office buildings and a power house. Cost 
of the improvement will be about $142,000. 





SIGNALING. 





The Cleveland, Akron & Columbus is installing an electric 
interlocking plant at the Union Station, Market street, Akron, 
Ohio, at a cost of about $75,000. This work is done in con- 
nection with the new highway bridge over the Union Station 
tracks. The electric apparatus is being put in by the Union 
Switch & Signal Company. 





a SUPPLY TRADE NOTES. 


The Panama Railroad, 24 State street, New York, is asking 
bids up to November 9 on miscellaneous plumbing supplies. 


The Johnson Wrecking Frog Co., Cleveland, Ohio, says that 
its business has recovered 50 per cent. during the last few 
months. 

The Parkesburg Iron Co., Parkesburg, Pa., will be turning 
out charcoal iron tubes in its new mill by the middle of 
November. 

George B. Massey has been appointed Resident Engineer of 
the Bucyrus Company, South Milwaukee, Wis., with offices at 
50 Church street, New York. 

The Joliet Railway Supply Co. has been incorporated with 
$50,000 capital by C. W. Brown, Frederick A. Jackson and 
Fred Bennitt, all of Joliet, Ill. 

The Railroad Track Gage Co. has been incorporated in 
Canada by J. Demarais, L. Demers, A. Lavallee, R. Delfausse 
and J. Laurent, all of Montreal. The capital stock of the com- 
pany is $100,000. 

The Cleveland Railway Supply Co., Cleveland, Ohio, has 
been incorporated with $30,000 capital stock by W. S. New- 
hall, Robert M. Morgan, Charles S. Beardsley, Frank H. Forest 
and O. G. Armstrong. 

C. B. Duffy, Purchasing Agent of the Hocking Valley, says 
that his requisitions for October were larger than in any 
month of the 18 years that he has held this office. They 
amounted to about $400,000. 

The Third Avenue Railroad, New York, is installing in 
its 65th street shop a 50-ton box crane, eight 4,000-lb. air 
hoists, one Niles tire lathe, one 300-ton Niles wheel press and 
one Niles 36-in. boring mill. 

The Evens & Howard Fire Brick Co., St. Louis, Mo., has 
enlarged its works and mew plant and is now prepared to 
furnish gas retorts and complete gas benches, these being new 
departures for this company. 

The fifth annual convention of the National Association of 
Cement Users will be held at Cleveland, Ohio, during the 
week of January 11-16, 1909. The Secretary is George C. 
Wright, Harrison building, Philadelphia, Pa. 


A. ©. Moore, who has been representing the Safety Car 
Heating & Lighting Co., New York, as General Agent in the 
East. has been appointed Manager of the Northwestern dis- 
trict, with office in the Monadnock block, Chicago. 


The Marshall Car Wheel & Foundry Co., Marshall, Tex., has 
awarded the contract for the construction of an addition to 
its plant to J. C. Beason, of Marshall. The structure will be 
of brick and steel and will have dimensions of 30 ft. x 70 ft. 


The John Davis Co., Chicago, IIl., says that it is receiving 
more orders at present than it has during any period of the 
past year. The number of orders for specialties handled by 
the company indicate that railroads are doing a good deal of 
building. 

An international competition for automatic couplers has 
been organized at Milan, Italy, the competition to close Decem- 
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ber 31, 1908. The National College of Italian Railway Engi- 
neers, 25 Rue San Giovanni sul Muro, Milan, is interested in 
the competition. 

Hugh A. Brown has resigned from the Crocker-Wheeler 
Company, Ampere, N. J., to whose Chicago office he has been 
attached for several years. He becomes Sales Manager for 
the Rockaway Coaster Co., Cincinnati, Ohio, in which he has 
a substantial interest. 

Williams, White & Co., Moline, Ill., have established an office 
at 808 House building, Pittsburgh, Pa. in charge of Frank 
Ryman. Mr. Ryman was formerly connected with the Oliver 
Iron & Steel Co. and has had many years experience in the 
forging machine business. 

The Ritter Folding Door Co., Cincinnati, Ohio, has the con- 
tract for the erection of Ritter folding doors in the new 
freight depot of the Baltimore & Ohio at Gary, Ind. P. Far- 
rell, contractor, Cincinnati. The doors in this building are 
16 ft. wide and § ft. high. 


During the past year the Joseph Dixon Crucible Co. has 
completed three extensions to its several factory buildings 
in Jersey City, N. J. This work was planned before the busi- 
ness depression and completed, while business was slack, in 
anticipation of the revival of business. 


The Philadelphia office of the Ridgway Dynamo & Engine 
Co., Ridgway, Pa., has been moved from the Girard building 
to 1017 Witherspoon building, and put under the manage- 
ment of Robert S. Beecher. The company is now making 
additional lines of side crank engines. 


Gulick-Henderson & Co., Pittsburgh, Pa., have the contract 
for inspecting the six Canton-Hankow locomotives which, as 
noted in another column, have been ordered from the Amer- 
ican Locomotive Co. The firm says that prospective orders 
for freight equipment are encouraging. 


The Lufkin Rule Co., Saginaw, Mich., whose business is 
done almost entirely through supply houses, says that busi- 
ness is increasing greatly. Railroads are now buying, and 
have been for the last two months, many more measuring 
tapes than for a year previous, and the outlook is very prom- 
ising. . 

The Isthmian Canal Commission (circular No. 476) is ask- 
ing bids up to November 23 on galvanized iron cable, cast 
iron car wheels, malleable iron castings for cars, boiler 
grates, drills, belt hooks and lacing, vitrified pipe, and elec- 
trical supplies, including fittings, copper cable and trans- 
formers. 


The General Railway Supply Co., Chicago, has received 
contracts for its National steel trap doors for 15 cars for 
the Central of Georgia to be built by the Pullman Co. and for 
four cars for the Colorado & Southern to be built by the Pull- 
man Co. The Uolorado & Southern cars will be fitted with 
Garland ventilators. 


The Middletown Car Works, Middletown, Pa., says it has 
received more inquiries during the last two weeks than for 
several months past. Some South American countries are 
considering legislation appropriating large amounts for new 
construction and equipment, but this business will not become 
active for some two months. 


The William J. Oliver Manufacturing Co., Knoxville, Tenn., 
has just finished twenty 12-yard dump cars for the Nevada 
Consolidated Copper Co., Ely, Nevada, and is beginning work 
on 50 all-steel double-truck six-yard cars for the Panama 
Canal. It has made a bid on 200 all-steel 12-yard cars for 
which the government recently asked bids, but this matter 
has not been closed. 


The National Paint Works, Williamsport, Pa., says that dur- 
ing the last four weeks railroad orders have been made more 
freely than for the last 14 months. A number of large sys- 
tems which had ordered almost no paint for over a year are 
now ordering. The National Paint Works has just shipped 
C. & O. standard silver gray paint for the bridge over the 
Kanawha river at Charleston, W. Va., being constructed by 
the American Bridge Co. for the Kanawha Bridge & Ter- 
minal Co. 
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The Frost-Trigg Lumber Co., St. Louis, Mo., was recently 
merged into the Frost-Johnson Lumber Co., St. Louis, having 
a paid-up capital of $10,000,000. There are no changes in the 
personnel. This company is a heavy manufacturer of yellow 
pine car siding, lining, roofing, etc., and conduct a special 
department for the railroad trade, with headquarters at the 
St. Louis office. 


The Kellogg Car & Equipment Co., Kankakee, IIl., which 
has been building a plant for the repair of freight and pas- 
senger cars, says that the plant is now in full operation. A 
recent contract for repair work includes 100 cars for the New 
York Central Lines. The company has at present about 60 
car builders in its employment and this force is being in- 
creased as needed. 


The Patent Financing & Manufacturing Co., Tacoma, Wash., 
has been incorporated with a capital stock of $1,000,000 by 
E. W. W. Topliff, Dr. H. J. Hards, Albert C. Carpenter, J. B. 
Anderson and others. The object is to assist local inventors 
in manufacturing and marketing their inventions. Among 
the first products to be handled by this organization are a 
new anchor spike, a car door device and a rail punch. 


The Galena-Signal Oil Co., Franklin, Pa., says that orders 
have heen increasing, particularly in foreign business, the 
latter so much so that it has become necessary to build a 
plant at New York to facilitate foreign shipments. The street 
railway trade has also increased, especially in New England, 
and during the year a plant was erected at Boston, Mass., to 
take care of this and other business in that territory. 


A. H. Sisson, General Manager of the St. Louis Car Co., St. 
Louis, Mo., has resigned, effective November 15, to become 
General Manager of Forsyth Brothers Co., Chicago. Mr. 
Sisson has been General Manager of the St. Louis Car Co. 
for three years, and before that was General Manager of the 
Jewett Car Co., Newark, Ohio. He has been active in the 
manufacture of both steam and electric cars for over 12 years. 


The Franklin Manufacturing Co., Franklin, Pa., has a con- 
tract for reinforced corrugated asbestos roofing and sheathing 
for the new piers and grain elevator to be built by the Boston 
& Albany at East Boston, Mass., to replace the structures de- 
stroyed by fire some months ago. It also has the contract 
for roofing, with the same material, 11 train sheds on the 
Harlem River branch of the New York, New Haven & Hart- 
ford. 


The Brownsville Water Co., Brownsville, Pa., has recently 
installed a five-ton 40-ft. traveling crane made by the North- 
ern Engineering Works, Detroit, Mich., to be used in erect- 
ing and overhauling the pumping machinery. The Pittsburgh- 
Buffalo Co. has also installed a similar crane of 10 tons 
capacity, of Northern make, and the Worcester Salt Co. has 
installed a one-ton, three-motor electric crane for handling 
ashes. 


Warren L. Boyer, formerly with the Peckham Truck Co., 
and later with the New York Car & Truck Company at 
Kingston, N. Y., has gone to the American Brake Shoe & 
Foundry Co., Mahwah, N. J., as Assistant in the engineering 
department. His duties will be to look after the standard- 
ization of brake heads and brake shoes on the lines of the 
standards of the American Street & Interurban Railway Asso- 
ciation. 


The September orders of the Safety Car Heating & Light- 


ing Co., New York, exceeded the total business done during 
both July and August, the increase coming largely from the 
eastern part of the country. The 94 plants of the Pintsch 
Compressing Co., a subsidiary, are operating at 90 per cent. 
of their capacity. The assembling warehouse at Jersey City, 
N. J., for new equipment, is working at about 50 per cent. of 
the normal output. 


The annual meeting of the stockholders of The Rail Joint 
Co., Troy, N. Y., was held at the office of the company on 
October 28. Directors were chosen as follows: George G. 
Frelinghuysen, Frederick T. Fearey, E. Y. Weber, C. P. 
Wheeler, Mark T. Cox, Marcus L. Ward, F. C. Runyon, L. F. 
Braine, Percy Holbrook, Benjamin Y. Woihaupter and George 
A. Weber. The directors subsequently organized with these 
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officers: Chairman of the Board, George G. Frelinghuysen; 
President, Frederick T. Fearey; Vice-Presidents, L. F. Braine 
and Percy Holbrook; Secretary, Benjamin Y. Wolhaupter; 
Treasurer, F. C. Runyon. 


The Carnegie Steel Co., Pittsburgh, Pa., recently installed 
on the Union Railroad (Pittsburgh) 4,000 non-insulated steel 
ties and 1,000 insulated steel ties, both equipped with a new 
special wedge fastening. This fastening consists of a tie 
Plate, the shoulders of which bend inward toward the rail 
flange on each side, but not far enough to grip the flange. 
Between these shoulders and the flange, wedges taking the 
place of the usual clips are driven longitudinally so as to 
grip the rail, and are then locked in position. 


Alfred Augustus Raymond, inventor of the Raymond con- 
crete pile and Vice-President of the Raymond Concrete Pile 
Co., Chicago, who recently died at Regina, Canada, was born 
in Lockpori:, N. Y., on December 17, 1848. In 1888 he was 
engaged with his brother at Omaha, Neb., in the bridge build- 
ing and contracting business, and in 1898 he invented the 
concrete pile which bears his name. To introduce his inven- 
tion he moved to Chicago in 1900, and in June, 1901, he did 
the first actual work to prove the claims made for the pile. 


At a meeting of the Board of Directors of the Western Elec- 
tric Co., Chicago, on October 30, H. B. Thayer, for several 
years Vice-President, was elected President, succeeding EB. M. 
Barton, who was elected Chairman of the board. H. A. Hal- 
ligan and F. R. Welles were elected Vice-Presidents and W. 
P. Sidley, Vice-President and General Counsel. George C. 
Pratt was elected Secretary, succeeding Mr. Halligan. Mr. 
Thayer will make his headquarters in New York, and to avoid 
duplication between the New York and Chicago offices, a large 
part of the engineering work will be transferred to New York. 


W. L. Reid, whose appointment as Manager of the Schenec- 
tady Works of the American Locomotive Co. has been an- 
nounced in these col- 
umns, was born in 
1864 at Paterson, N. J. 
He served his appren- 
ticeship in the draw- 
ing office and shop of 
the Rogers Locomotive 
& Machine Works. He 
was made Erecting 
Shop Foreman, later 
Assistant Superinten- 
dent, and then Super- 
intendent at the Rog- 
ers Works. In 1900 
he became Assistant 
Superintendent of the 
Brooks Locomotive 
Works, and two years 
later was appointed 
Superintendent of the 
Brooks Works. This 
was on January 1, 
1902, and after re- 
maining here only 20 
days he was appointed 
Superintendent of the Schenectady Works of the American 
Locomotive Co., which position he held until his appointment 
as Manager on October 15, 1908. 


The Union Malleable Iron Co., East Moline, IIll., reports a 
considerable tonnage of car work, the company having a 
repair contract with the Rock Island Lines, who have shown 
great activity in the last few months, and whose orders with 
the company indicate that they are putting equipment into 
good shape. The recent orders for new cars which the 
Bettendorf Axle Co., Davenport, Ia., has received will also be 
to the advantage of the Union Malleable Iron Co. The larger 
part of the tonnage of the company is fer agricultural imple- 
ment manufacturers, who all seem to be optimistic in regard 
to the future, and who have placed large orders. 





W. L. Reid 


Among the orders booked by the American Blower Co., 
Detroit, Mich., between September 25 and October 20, are the 
following: Engines, Westinghouse Electric & Mfg. Co., for 
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driving generator, for export; Fairbanks, Morse & Co., Chi- 
‘ cago, three engines for driving generators; Allis-Chalmers Co., 
Milwaukee, Wis., two engines for driving generators; Isth- 
mian Canal Commission, for driving generator, and Western 
Electric Co., Chicago, for driving generator. Heating and ven- 
tilating apparatus, Trussed Concrete Steel Co., Youngstown, 
Ohio, for factory; Auburn (N. Y.) Light, Heat & Power Co., 
and American Shipbuilding Co., Lorain, Ohio, for a steamship. 





TRADE PUBLICATIONS. 





Valves.—The October issue of The Valve World, published 
by Crane Company, Chicago, contains an interesting article 
describing the new Bridgeport, Conn., factories of the com- 
pany. 


Rail Anchor.--The Railway Specialty & Supply Co., Chicago, 
is calling attention to the P. & M. rail anchor by a blotter 
containing an illustration of and descriptive matter about the 
device. 


Seals.—The padlock seal, tin and lead combination seals, 
tin band seals and sealing presses for use on railroads is a 
subject of the catalogue just issued by the International Seal 
Co., New York. 


Steam Fan Regulator..—The Mason Regulator Co., Boston, 
Mass., has recently issued a pamphlet which describes, with a 
cross section illustration, the Mason steam fan regulator for 
controlling boiler pressure. 


Nut Lock.—The Jones Positive Nut Lock Co., Chicago, has 
issued Booklet No. 11, calling attention to the efficiency of 
the Jones positive nut lock in various uses. A part of the 
booklet describes the bolt head lock and steel chains made 
by the company. 


Sand Drier.—The Indiana Foundry Co., Ltd., Indiana, Pa., 
has recently issued a small pamphlet containing descriptive 
matter and a number of illustrations on the Sutton sand drier, 
which should be of special interest to the railroad motive 
power department. 


Creosoted Wood Block.—The Wyckoff Pipe Creosoting Co., 
Inc., New York, is distributing a catalogue entitled “Modern 
Pavements for Streets and Bridges.” The creosoted wooden 
blocks described are used extensively for flooring machine 
shops, engine houses and foundries. 


Telephone Cables.—-The Western Electric Co., New York, is 
distributing booklet No. 1150 containing useful information 
regarding the telephone cable work, especially dry core cables, 
insulation resistance, electrostatic capacity, lead sheath, aerial 
and underground submarine, and interior cables. 


Valves.—The American Balance Valve Co., Jersey Shore, 
Pa., has just issued booklet No. 28, which contains informa- 
tion regarding locomotive valves of various types made by this 
company, including semi-plug piston valves, the Jack Wilson 
high pressure slide valve and the American balance slide 
valve. 


Truing Device for Wood Working Machinery.—S. A. Woods 
Machine Company, Boston, Mass., has just issued an instruc- 
tive catalogue which describes Woods truing devices for at- 
tachment to wood working machinery by which the cutter 
knives are trued while the cutter head revolves at its regular 
working speed. 


Steel Wheels.—The Carnegie Steel Co., Pittsburgh, Pa., has 
just issued a new booklet on Schoen steel wheels.. The six 
stages in the manufacture of these wheels is shown in a 
series of six half-tone illustrations. The booklet also con- 
tains a number of illustrations of freight and passenger car 
equipment on which these wheels are used. 


Riveters.—Catalogue No. 3, 64 pages, issued by the Hanna 
Engineering Works, Chicago, describes Hanna pneumatic, Ped- 
rick & Ayer hydro-pneumatic and plain toggle riveters, screen 
shakers, revolving dumping riddles, radial reamers and other 
labor-saving tools and appliances. The publication is well 


illustrated with photographs and drawings. 
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Cement.—The November bulletin of the Universal Portland 
Cement Co., Chicago and Pittsburgh, contains an article on 
the rebuilding of the Chicago Union Stockyards wherein con- 
crete construction was substituted for wood; also an article 
on “Artistic and Commercially Practicable Concrete Surface 


Finishes.” A number of views accompany the descriptive 
matter. 
Automatic Stokers.—The Detroit Stoker & Foundry Co., 


Detroit, Mich., is distributing an attractive catalogue of 48 
pages, 6 in. x 9 in., illustrating and describing the Detroit 
automatic stokers. The catalogue contains a good deal of 
information regarding fuel combustion and a number of pages 
are devoted to the arrangement of the Detroit stoker with 
various types of boilers. 


Reinforced Concrete Construction—The October issue of 
Designing Methods for Reinforced Concrete Construction, 
published by the Expanded Metal & Corrugated Bar Co., St. 
Louis, Mo., takes up the subject of earth pressure against 
retaining walls, and gives two completed problems in the de- 
sign of 16-ft. cantilever walls and one problem in the design 
of a 25-ft. buttress wall. The December number, which will 
be Bulletin No. 6, will contain a detailed design of a rec- 
tangular reservoir. 


Puint Resultts—A large three-page folder, printed on one 
side only, issued by the Goheen Manufacturing Co., Canton, 
Ohio, contains the report on the condition of the paint of 
the Crescent bridge over the Mississippi river at Davenport, 
Iowa, of the Davenport, Rock Island & Northwestern, on 
December 16, 1907. The deductions made by the Chief Engi- 
neer of the Goheen company and an employee of the railroad 
skows that span 4, painted with carbonizing coating, is still 
in good condition and will not need re-painting for one or 
two years, while other brands of paint .used on adjoining 
spans have deteriorated to a greater degree. A comparison 
of the cost in cents per ton also shows favorably for the 
Goheen paint. A full-page cut of the Crescent bridge appears 
on the first page. A copy of the folder will be mailed to 
anyone interested. 





Our Ponderous Passenger Cars. 





Does it ever occur to the passenger, when he is sweeping 
through the country in the luxurious comfort of his heavily 
upholstered seat in a Pullman car, that, in order to give him 
that accommodation, the railroad company must haul over 
the tracks, not merely his individual 150 lbs. of weight, but 
an additional two tons of weight of the car? The largest 
modern Pullmans will weigh over 60 tons; and, since they 
provide only 16 sections, it follows that for every passenger 
carried, even when the car is full, two tons of dead weight 
must also be moved. In respect of the weight hauled per 
passenger, therefore, a Pullman train is the most extravagant 
and costly method of transportation in the world, as the 
following comparative facts. will show. A touring car capable, 
when running on a good road, and if, like the railroad train, 
unhindered by speed restrictions, will carry seven people at 
the same speed as a Pullman train. The machine will weigh 
about 3,500 Ibs., or 500 Ibs. to the passenger. A 7-h.p. motor- 
cycle, weighing 150 Ibs. and running on a good road with- 
out speed restrictions, will transport two people on the level 
at a speed of 40 miles per hour; while a bicycle, weighing 
only 25 Ibs., can be driven by an ordinary rider on a good 
road at from 12 to 15 miles per hour, and by a racing man 
at from 20 to 25 miles an hour. Even that good old standby, 
the two-seated buggy, weighing, let us say, 320 Ibs., will con- 
vey its two passengers in comfort and safety at a speed of 
from 15 to 20 miles an hour. Summing up our comparative 
results, then, we find that the dead weight necessary to carry 
a passenger in a touring car is 500 lbs., on a motorcycle 
75 lbs., on a bicycle 25 lbs., and in a horse-drawn buggy 160 
lbs., as against the enormous load of two tons of dead weight 
necessary for the transportation of a Pullman passenger. It 
may be objected that the Pullman car represents an extreme 
case, and that much of the weight is due to the provision of 
sleeping accommodations; but we find that, even in the first- 
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class day coach, the dead weight per passenger is very high, 
being, in the case of coaches accommodating, according to 
size, from 70 to 84 people, about 14% tons of dead weight per 
passenger.—Scientific American. 





Electrically-Driven Vacuum Car Cleaner. 

The Green electrically-driven vacuum car cleaner shown 
herewith is mounted on an easy running truck, 2% ft. x 
34% ft., making it convenient for use in car cleaning yards. 
This equipment consists of a rotary vacuum pump, driven by 
a two h.p. electric 
motor. The dust 
collecting tank, 
made of galvan- 
ized steel and 
solid brass, is so 
designed as to 
separate the _ in- 
going dust and 
dirt from the air 
before the latter 
enters the vacuum 
pump. The clean- 
ing tools are of 
nickel plated 
brass. Further “3 
than the plant f 
proper, as shown 
in the _ illustra- 
tion, the _ equip- 
ment includes 50 ¢ 
ft. of hose made Green Electric-Driven Vacuum Cleaner. 
with heavy wire 
inserting to insure it against collapse; one 8-in. carpet cleaner; 
one 414-in. seat cleaner, and one edge tool. An arrangement 
has been made for using this equipment in yards where com- 
pressed air is available direct. The plant here shown is re- 
placed by a vacuum producer to which is connected an air 
supply hose. The required vacuum is regulated by a small 
valve on the vacuum producer. The simplicity of this equip- 
ment is a leading feature, it being unnecessary to have a 
skilled operator. The National Vacuum Cleaning Co., Dayton, 
Ohio, is the maker. 
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Closed Groove Ring Fixture Tip. 





The ring fixture in the accompanying cut shows two posi- 
tions of the most recent development of curtain fixtures of 
the Curtain Supply Co., Chicago and New York. This fixture 
is said to be positively self-rightening. The small flange at 
the center of the head, as seen in the illustration, strikes 
against a metal strip which overhangs the groove, and pre- 
vents the fixture from leaving the groove. The fixture cannot 
be made to bind when in an oblique position, as the flanges 
prevent it from attaining the necessary angle. The cut to 
the left of the illustration shows the fixture in its holding 
position. A section of the 
head is shown removed to 
illustrate the two _ loosely- 
mounted holding rings. An 
upward motion of the curtain 
causes these rings to strike 
against the bottom of the 
guiding grooves in the post, 
which, together with their 
weight, places the rings in a 
clamping position between 
the two lower pins. The cur- 
tain is thus held against up- 
ward movement due to the 
motion of the car, but may 
be raised by hand. The non- 
holding position is shown at 
the right of the illustration. 
The holding rings move out 
of contact with the groove 
bottom when the curtain is moved downward, allowing the 
fixtures to rest against the small rollers at the end of the 
tip. The rings fall into a locking position upon the curtain 
being released, as the spring in the roller tends to draw the 
curtain upward. 











Ring Curtain Fixture. 





Whiting Cupola for the Standard Cast Iron Pipe & 
Foundry Co. 





The Whiting Foundry Equipment Co., Harvey, IIl., has in- 
stalled two of its No. 12 cupolas in the plant of the Standard 
Cast Iron Pipe & Foundry Co., Bristol, Pa. While their de- 





Whiting Foundry Cupola. 
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sign follows the principles of the standard Whiting cupola, 
several new features were added. 

The shell is 108 in. in diameter and the wind-box 130 in. 
in diameter, with a 1914-in. lining, giving a capacity of 27 to 
30 tons per hour. Each cupola is fitted with two rows of 
tuyeres, eight in each row. The bottom plate embodies some 
new features in cupola construction. On account of the ex- 
treme loads carried, it is made of heavy steel plate securely 
riveted to the shell and wind-box sheets and bolted to the 
bottom frame, which consists of heavy steel beams, securely 
riveted together. The hinge plates for the bottom doors are 
steel castings riveted to the structural steel frame. Straigit 
cast iron columns of circular hollow section are substituted 
for the usual curved columns. Each column has a large 
flange, avoiding the use of a separate base plate. 

The safety tuyere on this cupola is provided with a spout 
projecting through the shell of the wind-box. This spout is 
lined and is provided with the usual safety slide. It is 
located so that it can be always under the eye of the cupola 
tender. Owing to the size and height of the bottom doors, 
an operator’s platform, built of structural material with a 
checkered plate floor and substantial hand rails, is provided. 





American High Speed Radial Drill, 





In the accompanying illustration is shown a 4-ft. triple 
geared high-speed radial drill recently put upon the market 
by the American Tool Works Co., Cincinnati, Ohio. This ma- 
chine is made in 4, 5, 6 and 7-ft. arm sizes and the description 
herewith is generally applicable to all sizes. 

The introduction of high-speed twist drills, which incor- 
porate a great productive capacity combined with an ability 
to withstand severe usage of high speeds, has made it neces- 
sary to design and build a drilling machine to meet these 
new requirements. The accompanying tabulations of test re- 
sults show very conclusively just what is possible with this 
machine. The following table gives the results obtained dur- 
ing a test, drilling steel 1 in. thick, using high-speed drills. 
Back gears. 


; ——__—__——,, Actual Am- 
revs. Per min. Ratio. Position. h. p.  peres. 


-——Speeds——,__---Feeds, in.- 
Size Cutting Per vom 
of drill. Revs. ft. 


%/ye-in... 356 52.3 0.012 4.27 1.48 Top. 4.2 14 
%-in. .. 313 61.5 012 3.75 1.48 ne 10.8 36 
1?/s9-in... 188 50.9 024 4.51 1.48 be 9.0 30 
1°/so-in... 188 56.9 024 4.51 1.48 i 9.3 31 
1°3/so-in. . 128 57.6 024 3.07 4.22 Middle. 8.4 28 
1°*/go-in. . 167 86.2 .012 2.00 1.48 Top. 7.8 26 


The voltage in the above test was 224. The following re- 
sults were obtained, drilling cast iron 2 in. thick. The voltage 
in this case varied from 224 to 226. 


7——Speeds——,_---Feeds, in.-5 Back gears. 


Size Cutting Per —--———_ — Actual Am- 
of drill. Revs. ft. revs. Per min. Ratio. Position. h. p.  peres. 
Y%-in. .. 356 46.6 0.046 16.3 1.48 Top. 5.75 619 
Lins..32s 286 56.6 046 9.9 1.48 ee 5.45 18 
1!/go-in.. . 313 84.5 .046 14.4 1.48 13.2 44 
17/go-in.. . 313 99.8 .046 14.4 1.48 15.3 51 
15/39-in 216 83.1 .033 7.1 1.48 i: 12.6 42 
1°8/s9-in. . 216 97.0 .033 7.1 1.48 i 16.8 56 
11/s0-in. . 128 66.0 033 4.22 4.22 Middle. 15.6 52 
8%-in... 60 55.0 024 1.44 4.22 Middle. 10.2 34 


The following results were obtained during a tapping test, 
using pipe tops in cast iron, 2 in. thick. The voltage varied 
from 222 to 225. 


--—Speeds——,_ -—-Feeds, in.- Back gears. 


Diam. of Cutting Per ————— Actual Am- 
tap. Revs. ft. revs. Per min. Ratio. Position. h.p. peres. 
ee 18 212 % 24% 12.02 Bottom. 6.6 22 
aerate 18 26.2 2% 12.02 Bottom. 7.7 26 
|) ee 18 30.8 & 2% 12.02 Bottom. 9.0 30 


The feeding mechanism on the head provides eight distinct 
rates of speed. These feeds are obtained by a simple device, 
an indexed dial on the feed box, which is turned until the de- 
sired feed indication comes opposite a fixed pointer. The 
all-gear feeds, as opposed to belted feeds, insure increased 
productive capacity, rapidity of change and positive action. 
The feeds operate through a friction, which permits the drill 
to be crowded without straining the feeding mechanism. 
These feeds can be automatically tripped at any position of 
the spindle by an adjustable trip dog and pointer acting on 
a worm clutch. Two or more of these dogs may be supplied, 
making it possible to counterbore any number of holes with- 
out resetting. Particular attention is called to the power of 
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the frictions in the speed box. These gears are of a patent 
double band type, having very few parts in their construc- 
tion. This permits the gears to be made of proportions suf- 
ficiently large to reduce slippage under the severest cuts. 
Loose and delicate parts, a source of frequent breakage, are 
dispensed with and it is said that there is absolutely no shock 
to the parts when throwing in any speed. 

A motor of any type may be used on this machine, the 
connection being made either direct or through a gear, 
chain or belt. It is recommended, however, that a motor on 
the machine base connected by a gear to a four-speed box be 
used. The spindle has 24 changes of speed ranging from 
18 to 356 in geometrical progression, any one of which is 
available without stopping the machine. This range of 
spindle speeds permits of the use of high or low-speed drills 
of large sizes in an equally efficient manner. The column is 
of the double tubular type. The sleeve, or outer column, re- 
volves on conical roller bearings hardened and ground. This 
column may be clamped in any position by a V clamping ring, 
which arrangement makes the outer column practically in- 
tegral with the inner one. The arm is a parabolic beam of 
tube section, which design gives great resistance to both 
bending and torsional strains. The lower line of the arm 
is seen to be parallel with the base, which permits work to 
be operated close to the column, without the necessity of an 
extreme reach of the spindle. This arm is clamped to the 

















American Triple Geared High Speed Drill. 


column by two binder levers and is raised and lowered by 
double thread, course pitch screws which are on ball bear- 
ings and controlled by a convenient lever. The head is moved 
along the arm by a hand-wheel operating spiral pinion in a 
rack. This device is self-locking at all points and it is neces- 
Sary to use the hand binder only in connection with the 
heavier operations. Triple gears are located on the head, 
which bring the greatest speed reduction direct to the spindle. 
These gears may be engaged or disengaged while the machine 
is in operation. 

This machine is also designed for use in tapping. The 
tapping mechanism is carried on the head between the triple 
gears and the speed box, which gives the friction the benefit 
of a triple gear ratio, which makes very heavy tapping opera- 
tions possible. Taps may be backed out at rapid speeds. The 
lever of the starting, stopping or reversing the spindle is 
controlled at the head from the front of the machine. The 
base is of massive proportions and strongly ribbed, especially 
at the point of the column support. The extension of the 
base at the back is drilled to receive a plain box or uni- 
versal table as is seen in the illustration. The top surface 
of this table is 20 in. x 29 in., the side surface being of about 
the same area. Both side and top surfaces are supplied with 
T-slots. The regular equipment includes a plain box table, 
countershaft and cone pulley drive. 
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Orders for Locomotives. 

An officer of the Baldwin Locomotive Works is quoted as 
follows: ‘We haye been receiving orders, but they are small. 
I venture to say that there is not one railroad in the country 
that has given an order for more than 50 locomotives since 
the industrial depression set in. I do believe, however, that 
there will be an improvement shortly after election, provided 
Mr. Taft is to be our next President. The railroads will 
begin to improve their rolling stock. A number of them are 
now preparing specifications for the building of new loco- 


motives.” 








Electrification in Peru. 

According to a press despatch from Lima, Peru, it has been 

decided to electrify the Central Railroad of Peru, which con- 

nects Callao with Oroya in the mountains, and also has some 

branch lines. The road from Callao to Oroya is about 140 

miles long. At present, 46 locomotives, 60 passenger cars and 
320 freight cars are used. 








Pennsylvania Electrification. 

A unit price contract has been given to the Westinghouse 
Electric & Manufacturing Co., Pittsburgh, Pa., for electrical 
apparatus for the New York tunnels and terminals of the 
Pennsylvania. This contract includes motors, generators, etc., 
for use in power house and rolling stock. Amounts needed 
have not yet been decided on, but it is estimated that the cost 
will be from $3,000,000 to $5,000,000. The designs for elec- 
tric locomotives and motor cars are not fully worked out, and 
tests are still being made on Long Island with an experimental 
locomotive. 


Railroad Officers. 


ELECTIONS AND APPOINTMENTS. 











Executive, Financial and Legal Officers. 


J. T. Wellock has been appointed Auditor of the Cleveland, 
Akron & Columbus, with office at Cleveland, Ohio, succeeding 
F. H. Reeves, deceased. 


The general offices in New York of the National Railroad 
of Mexico, the Mexican International, the Interoceanic of 
Mexico, and the Hidalgo & Northeastern, have been moved 
from 60 Wall street to 25 Broad street, where the present 
offices of the Mexican Central will be used by all of these 
roads. 


A. M. Ingersoll, whose appointment as Vice-President of the 
Chicago, Milwaukee & St. Paul, in Washington, has been an- 
nounced in these columns, began railroad work as a telegraph 
operator on the St. Paul. He served for 20 years in various 
capacities until 1888, when he resigned as General Agent of 
the Passenger Department at Milwaukee. On leaving the raii- 
road he was for 16 years President of the Tacoma Warehouse 
& Elevator Co., at Tacoma, Wash., severing his connection 
with this company in 1906. Since that time and until his 
recent appointment he had acted in an advisory capacity for 
this road. 

Operating Officers. 

M. B. Cutter, General Manager of the Lehigh Valley, has 

resigned. 


L. H. Phetteplace has been appointed Superintendent of 
the Carolina, Clinchfield & Ohio, with office at Johnson City, 
Tenn. 


William Jefferis has been appointed Assistant Superinten- 
dent of the Utah division of the Union Pacific with head- 
quarters at Green River, Wyo. 

C. M. Graves has been appointed General Manager of the 


Spokane & Inland Empire, the duties of this office having 
been previously performed by J. P. Graves, President. 


The offices of N. G. Pearsall, General Manager, and J. H. 
O’Donnell, Car Accountant of the New Orleans Great Northern, 
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have been moved from Covington, La., to Bogalusa, Washing- 
ton Parish. 


A. W. Newton has been appointed Superintendent of the 
Creston division of the Chicago, Burlington & Quincy Lines 
East of the Missouri river, succeeding C. T. Leonard, resigned, 
with office at Creston, lowa. 


C. F. Roberts, Trainmaster of the Denver & Rio Grande at 
Salt Lake City, Utah, has been transferred to Tucker, Utah. 
C. W. King, Chief Despatcher at Salt Lake City, succeeds Mr. 
Roberts. William Upton succeeds Mr. King. F. O. Hay- 
mond, Trainmaster at Tucker, has been transferred to Bing- 
ham Junction, Utah. 


W. H. Jones has been appointed Acting Superintendent of 
the Idaho division of the Oregon Short Line at Pocatello, 
Idaho, succeeding George H. Olmstead, granted leave of ab- 
sence on account of ill health. W. R. Armstrong has been 
appointed Acting Superintendent of the Montana division at 
Pocatello, succeeding Mr. Jones. 


Traffic Officers. 


Thad Franks has been appointed Commercial Agent of the 
Missouri, Kansas & Texas at Waco, Tex. 


C. E. Redman has been appointed General Agent of the 
Las Vegas & Tonopah at Goldfield, Nev. 


Charles Patton has been appointed Traveling Passenger 
Agent of the Atlanta, Birmingham & Atlantic, at Atlanta, Ga. 


Martin Walsh has been appointed General Freight and 
Passenger Agent of the Memphis, Paris & Gulf at Nashville, 
Ark. 


T. F. Powell has been appointed Division Freight Agent 
of the Erie at Meadville, Pa., succeeding W. A. Nelson, trans- 
ferred. 


W. A. Muse has been appointed Traveling Passenger Agent 
of the Seaboard Air Line at Atlanta, Ga., succeeding J. S. 
Etchberger, transferred. 


Frank J. McKenna has been appointed Passenger Agent of 
the New York Central & Hudson River at Niagara Falls, N. 
Y., succeeding C. F. McDonald. 


G. A. Carter has been appointed Commercial Agent of the 
Missouri, Kansas & Texas, at Dallas, Tex., succeeding S. F. 
Baker, assigned to other duties. 


L. E. LeHane has been appointed Traveling Freight and 
Passenger Agent of the Chicago, Burlington & Quincy at 
Tacoma, Wash., succeeding Roy Kirkpatrick, resigned. 


E. T. Reynolds, Traveling Freight Agent of the Pere Mar- 
quette at New York, has been appointed Eastbound Agent at 
New York. F. R. Yealland succeeds Mr. Reynolds. F. W. 


Goldie has been appointed Pacific Coast Agent at Portland, 


Ore. 


W. G. Paine, General Passenger Agent of the Spokane & 
Inland Empire, has been appointed Traffic Manager, having 
charge of both freight and passenger business. J. H. Lothrop, 
General Freight Agent, has resigned to engage in other 
business. 


R. W. Andrews has been appointed Freight and Passenger 
Agent of the Southern division of the Missouri & North 
Arkansas at Helena, Mo. R. M. Warner has been appointed 
General Freight and Passenger Agent of the Northern di- 
division at Nevsho, Mo. 


J. F. Fairlamb, General Passenger Agent of the New York 
Central & Hudson River and of the West Shore, has had his 
jurisdiction extended over the Boston & Albany. A. S. Han- 
son, formerly General Passenger Agent of the Boston & 
Albany, has been appointed General Agent at Boston, Mass. 


The traffic departments of the Southern Indiana and the 
Illinois Southern have been separated. H. P. Radley has 
been appointed General Freight and Passenger Agent for the 
Southern Indiana, with office at Terre Haute, Ind. J. T. 
Averitt has been appointed General Freight Agent of the IIli- 
nois Southern with office at Chicago. J. E. Windsor will 
represent both companies as Coal Agent, with offices in the 
Old Colony building, Chicago. , 
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Engineering and Rolling Stock Officers. 


J. F. Schneider has been appointed Foreman of the Machine 
Shop of the Texas & Pacific at Marshall, Tex., succeeding D. 
J. Robinson, deceased. 


William Daze, Road Foreman of Engines of the Atchison, 
Topeka & Santa Fe at Winslow, Ariz., has been appointed 
Master Mechanic at Winslow. C. C. Reynolds succeeds Mr. 
Daze. 


D. D. Robertson has been appointed Master Mechanic of the 
Wyoming division of the Lehigh Valley, succeeding A. M. 
Gill, promoted to General Inspector of Motive Power and 
Rolling Stock. 


N. H. Jacobsen, Principal Assistant Engineer of the Chicago 
& Western Indiana, has been appointed Assistant Engineer, 
succeeding C. A. Smith. The office of Principal Engineer has 
been abolished. 


J. T. Connor has been appointed Acting Superintendent of 
Motive Power and Machinery of the Houston, East & West 
Texas, Houston & Texas Central and Houston & Shreveport, 
succeeding S. Millican, deceased. 


C. F. Smith has been appointed Master Mechanic in charge 
of all steam and electrical equipment of the Tombigbee Valley, 
with office at Calvert, Ala. Mr. Smith for the last three 
years has been Special Representative for the Cataract Refin- 
ing Co., Buffalo, N. Y. 


G. W. Trout has been appointed Signal Supervisor of the 
Missouri division of the Chicago, Rock Island & Pacific, with 
office at Cedar Rapids, Iowa. In our issue of last week we 
erroneously mentioned him as being Signal Engineer of the 
St. Louis & San Francisco. 


F. K. Tutt, Master Mechanic of the Missouri Pacific and 
St. Louis, Iron Mountain & Southern at Osawatomie, Kan., 
has been appointed Master Mechanic at St. Louis, succeeding 
J. J. Reid, resigned. M. M. Myers, Master Mechanic at De- 
Soto, Mo., succeeds Mr. Tutt, and P. J. Conrath succeeds Mr. 
Myers. : 


C. W. Tessiers, whose appointment as General Foreman, 
Car Department, of the Mexican Central, has been announced 
in these columns, was born in 1859 at Natchitoches, La., and 
after a public school education and some years of railroad 
work in the bridges and buildings department, began work 
in the car department as carpenter of the International of 
Mexico in 1899. For six years he worked on coaches, and 
in 1905 was made Car Foreman, which position he held until 
his recent appointment. 


Purchasing Officers. 
E. K. Conneely has been appointed Purchasing Agent of 
the Pittsburgh & Lake Erie, with office at Pittsburgh, suc- 
ceeding R. Evans, resigned. 


J. K. Witman has been appointed Superintendent of Mate- 
rials and Supplies of the Philadelphia & Reading, succeeding 
John H. Rankin, deceased. 





OBITUARY. 





F. J. Schmeiser, Supervisor of Signals of the Toledo & Ohio 
Central, died suddenly on October 30. 


Thomas E. Jarrett, formerly Generai Superintendent of the 
Kansas City Southern, died at Shreveport, La., on October 29. 


Frank P. Boatman, who until August, 1897, had been in 
active railroad life for 34 years, died at his home in Indian- 
apolis, Ind., on October 21. He was born at Zanesville, Ohio, 
January 30, 1848, and began railroad work in October, 1863, 
as a machinist on the Central Ohio, now part of the Baltimore 
& Ohio. In January, 1891, he was made Superintendent of 
Motive Power of the Cleveland, Cincinnati, Chicago & St. Louis, 
and in February, 1892, was appointed Master Mechanic of the 
Louisville Southern, now part of the Southern Railway. He 
was appointed Superintendent of Motive Power of the Omaha 
& St. Louis, now part of the Wabash, in October, 1893, which 
position he held until August, 1897, when he retired from 
active life. 
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Railroad Construction. 





New Incorporations, Surveys, Etc. 


BALLINGER & AbiltENE.—This company, organized in 1907 to 
build a line from Ballinger, Tex., north to Abilene, 55 miles, 
will, it is said, let contracts for the work soon. W. J. Mc- 
Daniel, Chief Engineer, Ballinger. (July 3, p. 456.) 


BrrMINGHAM & SHADES Mountain.—Organized in Birming- 
ham, Ala., to build a railroad from Birmingham southwest to 
the top of Shades mountain, about 20 miles. Stephen Smith 
and G. T. Brozelton, both of Birmingham, are interested. 





BonLert & WESTERN.—An incorporator writes that this com- 
pany is building a line west from Causey, N. C., with its own 
men. The company was incorporated recently to build 14 
miles of railroad in North Carolina in Chatham and Randolph 
counties. J. H. Dunlap, President, Pt. Dillon, S. C. (October 
23, p. 1226.) 


BUENAVISTA & NORTHWESTERN.—Incorporated in Georgia, 
with $200,000 capital, to build a railroad from Buenavista, 
Ga., on the Central of Georgia, northwest to Mauk, on the 
Atlanta, Birmingham & Atlantic, about 17 miles. The in- 
corporators include: J. A. McLeady, C. V. Sprinkle, S. G. 
Collier, W. S. Lounsburg, H. V. Wilson, John Y. Smith, S. L. 
Lloyd, E. W. Lively, J. G. Wynn and E. R. De Borde, all of 
Atlanta. 


BuFFALO & LAKE ERIE TraActTion.—This company recently 
made an extension of its road from Angola, N. Y., to Farnham, 
five miles. 


Cuicaco & MILWAUKEE (ELrEctTrRIc).—It is said that this 
company began operating the Evanston, IIl., to Milwaukee, 
Wis., line Oct. 31st. (October 16, p. 1175.) 


Cuicaco, Rock IsLaANp & Paciric.—The annual report of this: 
company for the year ended June 30, 1908, says that the line 
from Irving, Tex., to Carrollton, being built by the Chicago, 
Rock Island & Gulf, has been practically completed. The line 
is laid with 60-lb. rail and is gravel ballasted. A 280-ft. steel 
bridge was built over the Elm fork of the Trinity river on the 
line between Amarillo, Tex., and Tucumcari, N. Mex. This. 
line has been under construction by the Chicago, Rock Island 
& Gulf and the Chicago, Rock Island & El Paso companies, 
upon which no work was done during the three preceding. 
fiscal years. The 20.6 miles between Amarillo and Wildorado 
were placed in operation on May 11. This line is also laid with 
60-lb. rails. 


Cotorapo & SouTHERN.—An Officer writes that surveys have 
been made for a line from Pueblo, Colo., south to Walsenburg, 
56 miles. It is not yet decided when work is to be started. 
The new line may be used jointly by the C. & S. and the 
Denver & Rio Grande. The C. & S. now uses the tracks of the 
D. & R. G. between these places. 


Cotorapo INTERURBAN.—The Interurban Construction Com- 
pany, of which E. M. Reaser is President; G. P. Vanlaw, Vice- 
President, and C. H. Pierce, General Manager, all of Denver, 
Colo., is financing this projected line to be built from Denver, 
Colo., north to Greeley, about 55 miles. The line will parallel 
the Union Pacific nearly all the way. A branch is projected 
from Lupton, about 25 miles north of Denver, west through 
the coal fields to Idaho creek, about 10 miles. 


CoRSICANA-PALESTINE INTERURBAN.—President J. V. Watkins 
is reported as having said that surveys are made and right of 
way secured for this line from Corsicana, Tex., southeast to 
Palestine, about 60 miles, and the contrasts will be let early 
next year. G. A. Duren, Chief Engineer, Corsicana. 


DayTON, LEBANON & CINCINNATI (ELectTrIc).—This line, 
which is building from Dayton, Ohio, south to Lebanon, con- 
nects with the Cincinnati, Lebanon & Northern at the latter 
place. There are now 27 miles of this line in operation and 
about two miles more to be completed, including a cut of about 
154,000 yds. 


KANSAS City, Mexico & Ortent.—An officer is quoted as say- 
ing that the 13-mile gap from Chillicothe, Tex., to the Pease 
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river has been closed. All that prevents the operation of 
trains from Wichita, Kan., south to Sweetwater, Tex., is the 
bridge over the Pease river. The piling for this bridge is 
being driven now, and it is expected the work will be finished 
in about six months. (October 16, p. 1176.) 


MeExIcAN Roaps.—Work, it is said, is being pushed to com- 
plete, before the rainy season commences, the line being built 
by Percy M. Furber, of the Oil Field Co., of Mexico City, from 
the works of the latter at Fubero, Vera Cruz, to the port of 
Tuxpan, 50 miles. About 41%4 miles of track have already been 
laid. A. C. Payne, Mexico City, general manager. Mr. Arm- 
strong is chief engineer in charge of the work, and Mr. 
Leverege, superintendent of construction. Martin de La 
Hayee is superintendent of bridges and building. (R. R. G., 
April 24, p. 591.) 


Parrat & Duranco.-—L. M. Dudley, of Chihuahua, has fin- 
ished grading on extension of this road from Mesa de Sandia, 
Durango, south 1245 miles. Track is now being laid by the 
railroad company. (July 31, p. 647.) 


PENNSYLVANIA Roaps (Enecrric).—Residents of Altoona are 
interested in a project to build an electric line from Altoona, 
Pa., south to Bedford, about 50 miles. The Merchants’ Asso- 
ciation and the Chamber of Commerce of Altoona are said to 
be interested. 


RICHMOND, URBANA & PENINSULAR (ELecrric).—Incorpor- 
ated in Virginia to build a line from Urbana, Va., southwest 
to West Point. Surveys have been made and the right 
of way secured for nearly the entire length of the line. It 
is contemplated to begin construction at an early date. Press 
reports to the effect that this road is to connect all of the 
roads owned by the Gould interests in Virginia are incorrect. 
J. ©. Robertson, President, Richmond, Va. 


SAVANNAH VALLEY.—Contract is reported let to J. W. Wright, 
Jr., for building this proposed line. The company was organ- 
ized recently with $50,000 capital to build a line from Garnett, 
Ga., south to Sylvania, about 15 miles. E. T. Comer and L. J. 
Kilpatrick, both of Mill Haven, are directors. (August 14, p. 
741.) 


SPOKANE & INLAND Empire (ELEcTRIC).—P. Graves, Presi- 
dent, announces that the company has no intention of giving 
up its franchise to build a tunnel in the business district of 
Spokane, Wash. It is said that work will begin next Feb- 
ruary and the company has three years in which to have one 
track in operation. The tunnel will be in Front avenue, and 
will cost $1,000,000. 


SPRINGFIELD & JACKSON (ELeEctric).—Incorporated in IIlli- 
nois with a capital stock of $100,000 to build a line through 
Sangamon and Morgan counties from Springfield, Ill., to Jack- 
sonville. The incorporators include D. H. Sims, D. B. Sims, 
and O. J. Lucas, of Latham, IIl.; S. T. Stanley and C. R. 
Cronk, of Chicago. 


Uran Copper Co.—Press reports indicate that this company 
will shortly begin construction of its standard gage railroad 
between its mines and mills in Garfield, Utah, about 19 miles. 
It is also said that it will cost $1,000,000 to build and equip 
this road. 

WINONA INTERURBAN.—At the annual meeting of this com- 
pany, it is said, $300,000 was subscribed to complete work on 
the Warsaw-Peru division. 








Roilrond Financial News. 


CANADIAN NORTHERN.--A mortgage securing an issue of 
£1,622,587 ($8,112,935) 314 per cent. 50-year debenture 
stock guaranteed by the Dominion of Canada, has been 
filed. This stock was authorized by the Canadian Parlia- 
ment to be issued at $13,000 per mile on 609 miles of pro- 
jected branches in Manitoba and Saskatchewan. 


CLEVELAND STREET RaiLway.—See Municipal Traction Co. 





CoLtorAno & SourHerN.—Hallgarten & Co. and William Salo- 
mon & Co., both of New York, are offering the unsold por- 
tion of a block of $5,000,000 refunding and extension mort- 
gage 41% per cent. bonds of 1905-1935, at 86, yielding 6% 
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per cent. This is part of an authorized issue of $100,000,- 
000, of which $25,133,000 have been issued. 


Hupson Compantes.—The entire $5,000,000 three-year 6 per 
cent collateral notes offered to preferred stockholders at 
par have been subscribed for. The proceeds from these 
notes and the sale of real estate is to be used to pay the 
Hudson & Manhattan Railroad in cash in lieu of complet- 
ing the “Grand Circuit” of the Hudson tunnels in the city 
of New York. This work is to be done by the Hudson & 
Manhattan Railroad, which now operate the tunnels. 


INTEROCEANIC OF Mexico.—The directors have voted to ex- 
change the existing £1,000,000 ($5,000,000) 7 per cent. 
cumulative preferred stock for an equal amount of 5 per 
cent. non-cumulative preferred stock, and to give in addi- 
tion £400,000 ($2,000,000) first preferred stock and £1,000,- 
000 ($5,000,000) second preferred stock in exchange for the 
surrender of the cumulative rights and the cumulative divi- 
dends to June 30, 1907. The first and second preferred 
stocks issued under this plan will be the only preferred 
stock issued. 


LorAIN & WEST VIRGINIA.—See Wheeling & Lake Erie. 


MunicipaL TRACTION Co. (CLEVELAND).—A suit has _ been 
brought to put both this company and the Cleveland Street 
Railway Co. in the hands of receivers. Judge R. W. Tay- 
lor, of the Federal court, on November 4 made the follow- 
ing statement from the bench: “I must confess that from 
the facts here presented I see no escape from the appoint- 
ment of a receiver to preserve the rights of the different 
companies, the mortgage holders and the public as repre- 
sented by the city of Cleveland.” Judge Taylor said that 
the only question in regard to the appointment of a re- 
ceiver was the solvency or insolvency of the Municipal 
Traction Co. He reserved decision until November 7 on 
the general question of a receivership. In the meantime 
the Municipal Traction Co. is operating the street railway 
lines of Cleveland. 


Norrotk & SouTHERN.—The receivers recommend that they be 
permitted to issue $1,000,000 receivers’ certificates to com- 
plete an eight-mile bridge over Albemarle Sound and for 
other improvements. They are paying the interest due 
November 1 on the $1,655,000 first mortgage 5 per cent. 
bonds and $1,800,000 collateral trust notes, but have de- 
faulted on $14,000,000 first and refunding bonds. 


SouTHERN INpDIANA.— The Girard Trust Co., Philadelphia, Pa., 
has asked for a receiver and brought foreclosure proceed- 
ings under the first mortgage against the Southern Indiana. 
M. J. Carpenter, who had already been appointed receiver 
in suit brought by the First Trust & Savings Bank, Chicago, 
under the second mortgage, has been appointed also receiver 
in the suit under the first mortgage. 


Union TrActTION Co. or PHILADELPHIA.—The stockholders have 
approved the use by the Philadelphia Rapid Transit of the 
securities owned by the Union Traction Co. as collateral 
for a proposed new loan of $5,000,000. The stockholders of 
the Transit company have also approved the loan. John 
H. Chestnut, William P. Betz, J. S. Disston, Henry Fern- 
berger, E. M. Story and J. J. Sullivan have been elected 
Directors, succeeding John B. Parsons, P. A. B. Widener, 
George D. Widener, W. H. Shelmerdine and George H. 
Earle, Jr. 


VIRGINIAN RaiLway.—Stockholders are to vote November 6 
on the proposal to increase the authorized capital stock 
from $33,500,000 to $36,000,000. 


WABASH-PITTSBURGH TERMINAL.—The United States Circuit 
Court has authorized the receivers to issue certificates 
anounting to $974,211 for improvements and for the pur- 
chase of equipment. 


WHEELING & LAKE Ertzt.—Judge Taylor, in the United States 
Circuit Court at Cleveland, Ohio, has issued an order per- 
mitting the receiver of the Wheeling & Lake Erie to return 
the Lorain & West Virginia, extending from Wellington 
north to Lorain, 30 miles, to its original owners. The Wheei- 
ing & Lake Erie has been released from its guarantee of the 
L. & W. Va. $2,000,000 50-year 4 per cent. bonds of 1906-1956. 




















ANNUAL REPORTS 


THE CHICAGO, ROCK ISLAND AND PACIFIC RAILWAY COMPANY—TWENTY-EIGHTH ANNUAL REPORT. 


Yo the Stockholders: 

The Board of Directors herewith submit their report of the opera- 
tions and affairs of the Rock Island Lines for the fiscal year ended 
June 30, 1908. 

The results of the operations for the year were as follows: 


Total operating revenue (decrease $1,654,- 


476.40, oF 2:8 per CONE}... «os 0.0 0 ” $58,484,196.88 
Operating expenses (increase $1,515,925.27, 
OF SF Per COUP). os.. cnccccedeenas os 42,328,747.71 


Net operating revenue (decrease $3,170,- 
401-67, OF 16-4) NEP CONE) < oie c.os os 6.0 $16,155,449.17 
Taxes (increase $113,856.48, or 6.8 per 








GOMES) e clerei occu ee oda ete bass hee wa 1,789,894.79 
Operating income. <2. 6 6sccei ccs ee near $14,365,554.38 
Miscellaneous: income ......6.sccccceves 321,201.19 
ROG) AICOMG) s605. hc obs os aie aelees $14,686,755.57 
9,968,653.16 


THterest and: TONES... 06666 chiwcceeuenes 
Balance of income, after providing for all _ : 
charges, being 6.2 per cent. on capital 


Stock €S75,00C008) oo cckccceccsees $4,718,102.41 
Dividends paid (5% per cent. on capital 
BRODER? ~ icc a cious tividiare-e wais: So marecoearees 3,929,785.00 





Balance surplus for the year.......... $788,317.41 


To afford proper comparison, the percentages of increase and de-* 


crease are computed on basis of last year’s figures revised according 
to Interstate Commerce Commission classifications now in effect. 

The capital stock of the Chicago, Rock Island & Pacific Railway 
Company outstanding at the close of the previous fiscal year was 
$74,854,100, and has since been increased by the issue of $5,500 in 
exchange for $5,000 capital stock of the Burlington, Cedar Rapids & 
Northern Railway Company and $500 capital stock of the Rock Island 
& Peoria Railway Company. 

During the year the funded debt increased $6,268,060, equipment 
notes decreased $433,459 and the three year notes for $7,500,000 were 
paid July 1, 1907, when due; making a net decrease in funded and 
other fixed interest-bearing debt of $1,665,459. 

The cost of property and franchises increased $6,187,245.68. There 
were also expended $3,902,698.07 for additions and improvements. 

Trackage rights over the Louisiana & Arkansas Railway and the 
Louisiana Railway & Navigation Company from the former terminus 
of the track near Winnfield, La., to Alexandria, La., were taken over 
for operation on October 1, 1907. On February 1, 1908, the new line 
was opened from Alexandria, La., to Eunice, La., where it connects 
with the Colorado Southern, New Orleans & Pacific Railroad, now 
under construction between Houston, Tex., and Baton Rouge, La., the 
completion of which is expected at an early date, when a through line 
into New Orleans will be established. This line, built by the Rock 
Island, Arkansas & Louisiana Railroad Company, is laid with 60-Ib. 
steel rail and is ballasted with gravel. Bridges, stations, water tanks 
and other structures are of Rock Island standards. 

Under the first mortgage of the Rock Island, Arkansas & Louisiana 
Railroad Company, dated January 1, 1906, there have been issued dur- 
ing the year $1,500,000 additional bonds on account of the construc- 
tion of the line from Alexandria, La., to Eunice, La., making a total 
issue to date of $9,000,000. These additional bonds were purchased 


by your company and have been added to the $7,500,000 previously ° 


deposited as security for the $6,000,000 collateral trust notes due 
April 1, 1908, which were extended for one year at 6 per cent. 
GENERAL. 

The industrial department records show the establishment along the 
lines of your company, during the fiscal year, of 290 new industries. 
The promoters are estimated to have expended over $9,000,000 on the 
plants, and intend to employ nearly 9,000 persons. 

Four new side tracks were built to mines and 63 to private indus- 
tries; extensions were added to one mine track and to 21 tracks to 
private industries. 

There were acquired 51 locomotives, 30 passenger train cars, 2,947 
freight train cars and one service car, all being new equipment. 

The line from Irving, Tex., to Carrollton, Tex., reported as under 
construction by the Chicago, Rock Island & Gulf Railway Company on 
June 30, 1907, has been practically completed. It. is laid with 60-lb. 
steel rail and is gravel ballasted; a 280-ft. steel bridge was erected 
over Elm Fork of Trinity river, and all structures are standard. 

Of the line between Amarillo, Tex., and Tucumcari, N. Mex., which 
has been shown as under construction by the Chicago, Rock Island & 
Gulf and Chicago, Rock Island & El Paso Railway companies, and 
upon which no work was done during the three preceding fiscal years, 
20.64 miles between Amarillo and Wildorado, Tex., were placed in 
operation May 11, 1908. ‘The line is laid with 60-lb. steel rail and 


standard station buildings are in process of erection at Bush and 
Wildorado. 

The work of installing automatic block signals between Chicago and 
tock Island, Ill., and between Herington and McFarland, Kan., has 
been completed during the year. 

The advances by your company on account of construction and 
equipment cf the Trinity & Brazos Valley Railway aggregate $1,284,- 
955.26, of which $1,187,539.76 were advanced during the current year. 
For $697,247.69 of these advances and interest on all advances to 
June 12, 1908, your company received $802,000, par value, 4% per 
cent. refunding and extension bonds of the Colorado & Southern Rail- 
way Company, leaving outstanding advances of $587,707.57. 

During the year $284,093.78 were advanced for the terminals at Gal- 
veston, Tex., and $26,497.24 for the terminals at Houston, Tex. 

In last year’s report mention was made of the expenditure of $4,089,- 
934.18 for additional and improved terminals at various other points. 
To complete these terminals and for additional similar work your com- 
pany has disbursed $1,521,044.40 during the current year. 

The Memphis Railroad Terminal Company was incorporated March 5, 
1907, for the purpose of erecting a new passenger station with requisite 
buildings and tracks at Memphis, Tenn. This company, with nine 
other railroad companies centering in Memphis, has joined in the guar- 
antee of the necessary funds ($1,200,000) to purchase property for 
the station. The capital stock of the company is $100,000, of which 
each of the 10 roads heads one-tenth, of $10,000. 

The recent business depression caused a serious decrease in your 
gross earnings, which decrease was met, as far as thought advisable 
and practicable, by a reduction in operating expenses—the integrity 
and efficiency of the property and duty to the public having been 
given careful consideration. 

One of the difficult features of this business depression which ad- 
versely affected operating results is found in the empty freight car 
movement, which increased nearly 23,000,000 miles; when the sudden 
falling off in freight traffic came, not only were your lines well covered 
with foreign cars, which must be returned to their owners empty, to 
avoid further per diem charges, but, being an intermediate road, was 
flooded with empty cars being returned from western lines to those in 
the east, and vice versa. A vast amount of transportation expense 
(approximately $1,000,000) was incurred in moving this equipment 
without revenue, and our hire of equipment debit balance increased 
$461,258.76—the latter, however, partly on account of the increased 
per diem rate. 

During the year your company sold all except 7,700 shares (pre- 
ferred) of its holdings of stock of the Chicago & Alton Railroad Com- 
pany to the Toledo, St. Louis & Western Railroad Company, receiving 
therefor that company’s gold bonds of 1917. 

The accounts of your company at the close of the fiscal year were 
examined by Mr. Stephen Little. 

By order of the Board of Directors: 

October 21, 1908. 


B. L. WINCHELL, 
President. 


Income Account; Year Ended June 30, 1908, Compared with Previous 


Year. 

Increase or decrease. 
Per 
1907-08. 1906-07. Amount. cent. 
Avg. mil’ge operated. 7,969.53 7,780.26 189.27 2.43 

Rey. from transp. : fe 
BRGIGDE. sg kei ce caves $37,899,356.36 $40,215,901.41 $2,316,545.05 5.76 
yo re 16,693,110.45 16,153,539.42 639,571.03 3.34 
jC) a eee 1,398,173.95 1,356,868.48 41,305.47 3.04 
WEBDTOOE) (6c 56 on case: 1,424,183.36 1,373,765.79 50,417.57 3.67 
Miscellaneous ...... 701,800.51 745,426.82 48,626.31 5.85 





$1,728,877.29 2.89 
74.400.89 25.38 
$1,654,476.40 2.75 


T’l transp’n revenue.$58,116,624.63 $59,845,501.92 


Rev. from operations 
other than transp.. 367,572.25 293,171.36 


T’l operat’g revenue. $58,484,196.88 $60,138,673.28 








Operat’g expenses : 
Maint. way & struct. $8,319,804.25 $9,146,540.35 
Maint. of equipment. ee apret 6,963,276.71 


$826,736.10 9.04 
527,104.91 














Traffic expenses .... ,488,114.58 1,610,429.48 122,314.90 17.60 
Transport’n expenses 23,655,277.71 21,719,981.43 1,935,296.28 8.91 
General expenses.... 1,375,169.55 1,372,594.47 2,575.08 0.19 
T’] operat’g expenses. $42,328,747.71 $40,812,822.44 $1,515,925.27 3.71 
Net operating rev. ..$16,155,449.17 $19,325,850.84 $3,170,401.67 16.40 
ANON a dacnt ea wcsee 1,789,894.79 1,676,038.31 113,856.48 6.79 
Operating income. ..$14,365.554.38 $17,694,812.53 $3,284,258.15 18.61 
Outside operations é 

(debit balance)... $92,727.28 $59,449.90 $33,277.88 55.98 
Hire of equipment » : 

(debit balance)... . 719,711.61 258,452.85 461,258.76 178.47 
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Other income....... $1,133,640.08 $931,511.53 $202,128.55 21.70 Dividends Declared During Year Ended June 30, 1908. 
ae pee aera oe — —— _ Dividend No. 109, 1% per cent. paid October, 1907....... $1,309,910 
ROLE. avian cepusins $321,201.19 $613,608.78 $292,407.59 47.65 Dividend No. 110. 1 . per cent. er January, 1908. teteee gy 748,520 
RTS = = i Feil r if Sle eaieiarsiel ese ’ 

Total income. ....$14,686,755.57 $18,263,421.31 $8,576,665. 19.58 Dividend No tis, 1 ber Cone: Oeia daly, EN ea 748°575 
Interest .......... $8,413,221.92 $8,279,300.02 $133,921.90 1.62 eee 5 7 ae aR eee 3,929,785 
Rentals |........-. 1,545,231.70 1,195,927.71 349,303.99 29.21 a a a $ 
Betterm’ts on leased ¥ ; Debit. Credit. 

ee ee 10,199.54 37,676.51 27,476.97 72.93 By balance as of June 30, 1907...... 5 $10,123,124.12 

Total charges..... $9,968,653.16 $9,512,904.24 $455,748.92 4.79 BY Taesee lec ta camel tara? so nits 
Balance of income ; 22 eae st. L mr r eight terminals 10,529.08 

= C e . 1s, A Imals..... ’ ° 

(ava'ble for divs.) $4,718,102.41 $8,750,517.07 — $4,082,415.66 46.08 Kaneas City, Mo.: Cedar Rapids, Ia.; 

Dividends ......... 3,929,785.00  4,116,728.00 186,943.00 4.54 Peoria, ili., and Carbon Cliff. Ill., 
7 aa seer BESCHEIOR cic cis coos | eects ociee’s Os. 9,066.40 
— Regge or ie By sundry liabilities written oy Bishansistonecs 24,334.73 
i sions and expenses 

profit and loss)... $788,317.41 $4,633.789.07 _$8,845,471.66 2.99 1° discount, commessions, ana expense 

= Be MOLES ECRLODUCG «6's 0's, 6 4s lo's/0's/0'si4:s0e.0 $2,263,863.82 

Notr.—Decreases are in italics. To depreciaticn on: 

Tracks — aeretors - Be 2 ob ay Sapee 
. i ying ; Structures sold, removed or destroyed. 36,886. 

In the preceding and following statements, all revenues, operating Equipment sold or destroyed........ 1,458'920.42 
expenses, and other income for the year ended June 30, 1908, are {9 sundry uncollectible accts. written off 4,485.50 
stated in accordance with the classifications required by the Inter-- To balance ........-- Diaw wlaretel sie eon (syei's 16,159,122.05 
state Commerce Commission, effective July 1, 1907. To furnish proper $19,955,371.73 $19,955,371.73 
comparisons, the corresponding figures for the year ended June 30, . : . ; 
1907, are also re-stated, where necessary. By balance brought Gown............-eeeeeeeeeees $16,159,122.05 








Assets. 

. Increase 
Capital assets: 1908. 1907. or decrease. 
Property and franchises. $249,685,627.88 $243,498,382.20 $6,187,245.68 

Additions and imprvmts., 


current year ........ 3,902,698.07 4,375,221.38 472,523.31 
Advances for construc- 

tion and equipment... 4,093,461.58 4,385,825.57 292,363.99 
BRPAl CBtATO oo o.cc 0 0 wiciws 641,991.02 639,949.98 2,041.04 


Investment acct.—stocks 
representing ownership 
of Rock Island Lines 


in sundry properties. . 1,950,422.39 10,971,140.49 9,020,718.10 
Bonds of Toledo, St. L. 
& Western R. R. Co... S420 S8E2S .vwedwrire 9,120,551.23 


Rock Island Improvem’t 

Co., equipm’t purchase 

under indenture of 

iL Ce Bie | 7,892,369.90 7,533,550.00 358,819.90 
Am. Loco. Co., equipment 

purchase under _in- 














denture, Oct. 15, 1907. 782,055.00 == cancccsse 782,055.00 
lst and refund’g mort. 
gold bonds — pledged 
against three year notes 
TE fie RR: CL 11,250,000.00 11,250,000.00 
UG coc Seta Seuirans. wee lees $278,069,177.07 $282,654,069.62 $4,584,892.55 
Current assets: 
SRN cts Ghcrela te, iors eons ore ores $2,485,735.98 $9,917,499.05 $7,431,763.07 
Station agents and con- 
ductors: 
iL ee $1,958,305.88 
i. ee 92,391.73 
<-—- 1,865,914.15 2,350,508.27 484,594.12 
Companies & individuals: 
DP. .653. SO424,270:53 
eee 329,623.36 
—-—-—-——-.__ 3,094,647.17 2,832,144.35 262,502.82 
Traffic balances: 
|) Se $591,065.10 
Cho aces 588,881.70 
——-—- —- ——- 2,183.40 *149,950.78 152,134.18 
Express companies .... 348.052.38 303,125.21 44,927.17 
U. S. post office dept... 356,662.62 411,369.35 54,706.73 
Advances for construc’n, 
equipm’t, etc., fund’ble 711,060.89 854,692.62 148,631.73 


Loans and bills receivble. 3,283,019.99 2,217,133.19 1,065,886.80 
1st and refunding mort. 

gold bonds — pledged 

against notes payable. 4,606,500.00  ...wcccccs 4,606,500.00 
Bonds, ete., in treasury 














—unpledged ......... 14,918,133.71 10,087,795.80 4,830,337.91 
Stocks in treasury—un- 
STN ina nn 557 0.4 bere 921,131.23 910,068.01 11,063.22 
Accrued income from in- 
vee tre 194,076.27 155,406.49 38,669.78 
Prepaid insurance....... 166,891.52 156,123.30 10,768.22 
Material and supplies... 5,256,578.68 4,356,074.74 900,503.94 
MOROL d5.5.dia ars 0 6a 9.4) $38,210,587.99 $34,401,989.60 $3,808,598.39 
Deferred assets: 
Open carrying accounts 
in process of adjust- 
ment: 
Dr...... $1,089,070.45 
t: SN 1,019,240.58 
—-—- $69,829.87 $917,782.43 847,952.56 
Grangd’ ‘total... «66.4.5 $316,349,594.93 $317,973,841.65 $1,624,246.72 


. 


Condensed General Balance Sheet, June 30, 1908, and Comparison with Previous Year. 





Liabilities. 
Increase 

Capital liabilities : 1908. 1907. or decrease. 
Capital stock: «....0.6< $75,000,000.00 $75,000,000.00 Siete trans enane 
Funded debt ..... ...-- 191,850,000.00 185.582,000.00 $6,268,000.00 
Equipment notes ...... 6,951,541.00 7,385,000.00 $433,459.00 
Three-year notes, due July 

AMAT, sixcietycietescler, ©  “Lpiienynarsistaxats 7,500,000.00 7,500,000.00 
Collateral trust gold notes, 

due April 1, 1909 (ex- 

tended one year from 

April 1, 1908)..... se 6,000,000.00 6,000,000.00 shereveiensiellons 

BEOUOL: oso. eiersiscyeteletece att $279,801,541.00 $281,467,000.00 $1,665,459.00 





e 


Current liabilities : 


Unpaid vouchrs. & drafts $4,489,081.52 $2,845,601.08 $1,643,480.44 
Unpaid wages ...«.<.... 1,983,342.09 2,556,021.30 $572,679.21 


Interest, rentals and div- 


idends due July 1..... 2,372,904.00 2,788,589.00 415,685.06 
Taxes accrued (not due). 1,124,040.37 1,075,398.00 48,642.37 


Interest and rentals ac- 


crued (not due)...... 1,485,547.67 1,342,077.14 143,470.53 
Interest coupons due and 

not presented ..... ..+.« 284,527.50 212,065.00 72,462.50 
Dividends due and not 

COMBE LOE 4-<.6.6+ sc s:0 50 5,986.32 7,007.07 1,020.75 
Bonds matured, not pre- 

BONGO clersisicieecersreve sisie 7,900.00 26,500.00 18,600.00 
Notes payable ......... 3,520,000.00 150,000.00 3,370,000.00 


Interim certificates for 
1st and refund’g mort. 


POlG PORGS cre cele ivi siwneiel onsite 3,000,000.00 3,000,000.00 





QUAD ci checova sie: os enusyels $15,273,329.47 $14,003,258.59 $1,270,070.88 





Deferred liabilities : 
Keokuk & Des Moines Ry. 








Co.—account equipm’t. $197,562.25 SIOT.G62-25 « diesisiene . 
White & Black River Val. 

Ry. Co.—acct. equip’t. 25,170.00 SOTO OO vi disiclescers ; 

SENOGAN ic citereie s ciale's tate! os $222,732.25 | ALY Ay 02 20 : Sl oer ar ‘ 

Total liabilities.......$295,297,602.72 $295,692,990.84 $395,388.12 








Provisional accounts: 


Reserve for replacement 
of equipment ........ 


2,366,011.38 $561,438.27 $1,804,573.11 








Insurance fund ....0.0606 436,285.63 447,670.28 $11,384.65 
Hospital fund «.......2 24% 47,401.63 40,338.61 7,063.02 
Special improvement and 
equipment fund ...... 2,043,171.52 2,108,279.54 65,108.02 
TERQERN, Giese desaicevaksvare: sets. os $4,892,870.16 $3,157,726.70 $1,735,143.46 





Grand total liabilities 


(incl. provis'l accts.) $300,190,472.88 $298,850,717.54 $1,339,755.34 
Profit and 1088..6:<:< <:< <<. 16,159,122.05 19,123,124.11 $2,964,002.06 





Grand. “total... 5-0 $316,349,594.93 $317,973,841.65 $1,624,246.72 


_Notr.—In stating the assets and liabilities of the companies forming the Rock Island Lines, the holdings of the Chicago, Rock Island & 
Pacific Railway Company in the bonds and capital stock of the auxiliary lines, together with loans between the various companies, have 


been eliminated from the liabilities, and a like reduction made in the assets pertaining thereto; 


book value of the assets and the liabilities without duplication. 


the figures shown, therefore, represent the 


The figures for 1907 have been, in a few instances, re-stated to compare with those for 1908, but the totals are one and the same. 


Figures in italics denote decreases. 
* Credit. 
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s 
Securities Owned June 30, 1908. Face value. Book value. 
Chicago, R. I. & P. Ry. Co.—first and 
In Current Assets. refunding mortgage, gold........... $3,747,000.00 
; Face value. Book value. Colo. & South. Ry. Co.—ref’g and ext’n 802,000.00 
Included in ag be Miata = 
Cerrmnemts tC. Tame@mmes oo = =  * “NIBRRIBCG 5 i o0 weeeiw oc dels wo.lee ee sew ewes 5 8. 
Stones ’ Total $15,490,918 44 
tock Island-Frisco Terminal Ry. Co... $299,700.00 Included in stocks in treasury—unpledged : ¥ 
Bonds: ; : Cedar Rapids, Iowa Falls & Northwest- 
Rock Island-Frisco Terminal Ry. Co.... 234,000.00 CRT i Gat Cee a Colitis ccnicnueceseesesen $2,600.00 
i SSS Central City Elevator Co............. 4,000.00 
Total stocks and bonds............ $533,700.00 Des Moines, Iowa Falls & Nor. Ry. Co.. 1,000.00 
. —__—— Nebraska Central Ry. Co............. 99,700.00 
Included in first and refunding mortgage Nebraska Construction Co............. 270,000.00 
gold bonds pledged against notes Rock Island Coal Mining Co.......... 10,000.00 
_ payable: ) Chicago, Rock Island & Pacific Ry. Co.. 812.50 
Chicago, Rock Island & Pacific Ry. Co.. $4,944,000.00 The Rock Island Co., preferred........ 994,330.00 
P : Se The Rock Island Co., common......... 62,000.00 
Included in bonds, ete, in treasury— Town and land companies in Kansas... 207,150.00 
unpledged : ; Western Coal & Mining Co............ 36,000.00 
Atchison Union Depot & R. R. Co..... $4,500.00 GUUERGE HICONGL . oe ga cun ccrelecd ceeceusce 12,400.00 
Chicago, R. I. & P. R. R. Co. (of Iowa). 490,837.50 ——_—_—_— 
Consolidated Indiana Coal Co......... 273,000.00 MRM o eiar i OG WE Ria anie ela eeraaas $1,699,992.50 
Crawford County Mining Co.......... 616,000.00 é —<—_—- 
Dawson Ry. & Coal Co................ 250,000.00 T’] bonds and stocks in current assets. $22,668,610.94 $20,654,538.86 
atc _ Bac eR anaes Sar aoe en 
Xankakee CMCC TEV OO. 5 656 cen eecis zy -00 i . 
Kansas City & Northwestern Ry. Co... 8,000.00 Seen: 
Minnesota Transfer Ry. Co............ 46,000.00 Included in capital assets.......:..... $17,730,100.00 $11,095,973.62 
*Poorla. By. "Ferminal Co... 02. 0ces ea 1,500.00 Included in current assets............ 22,668,610.94 20,654,538.86 
Rock Island Improvement Co.......... 1,029,080.94 payee. aatiiadee Seg 
Rock Island Imprvt. Co.—equip. series A 3,150,000.00 Total securities owned.............. $40,398,710.94 $31,750,512.48 


Rock Island Imprvt. Co.—equip. series B 4,200,000.00 
Chicago & Alton R. R. Co., sinking fund 
QOROHEUNC. 525 cducen ewes wo caronn es 98,000.00 





* $3,000 owned jointly with the Chicago & Alton R. R. Co. 











T'o the Stockholders: 

The Board of Directors herewith submit their report of the opera- 
tions and affairs of the St. Louis & San Francisco Railroad Company’s 
Lines (exclusive of the Chicago & Eastern Illinois Railroad), for the 
fiscal year ended June 30, 1908. . 

The results of operation for the fiscal year were as follows: 
Operating revenue (decrease $2,447,849.25, 














OF GA POP CORE 6. ccs oc.00 ¢ wemecnee ae $35,806,132.11 
Operating expenses (increase $236,350.08, 
Of <D DOB- GORE) 6 oc.cccanisisc csemadieee 25,092,924.94 
Net operating revenue (decrease $2,684,- 
199;.3G; OF 20 PEP CORE) «6 oc cecccece $10,713,207.17 
Taxes (increase $51,456.49, or 5.7 p. ¢.).. 948,414.62 
$9,764,792.55 
Miscellaneous income (decrease $324,- <s 
Gla.04, OF 10.5 Tet COME occ ccc ce cees 1,548,557.00 
WE) SON, on ois asc ceeseensceaeen dae $11,313,349.55 
Interest, rentals and other fixed charges.. 10,854,283.41 
Net income after providing for all charges. $459,066.14 
Dividends paid —4 per cent. on 1st pfd. stock 199,742.12 
Balance surplus carried to profit & loss $259,324.02 


Mileage Operated. 

The average mileage of main track operated during the year was 
5,064.16 miles, being an increase of 2.44 miles over that of the pre- 
ceding year. 

The total mileage in operation at June 30, 1908, was 5,064.16 miles, 
and is the same as that at the end of the preceding year, the Colorado 
Southern, New Orleans & Dacific Railroad Company still operating its 
lines for account of construction. 

Capital Stock. 

At a special meeting of the stockholders held August 27, 1907, au- 
thority was given to increase the authorized capital stock of the com- 
pany from $100,000,000 to $200,000,000, such increase to consist 
wholly of common stock and was for the purpose of conforming to the 
Missouri law, which prescribes certain relations between capital stock 
and bonded debt. 

There was no change during the year in the amount of stock issued 
and outstanding. 

Funded Debt. 
The total funded debt at June 30, 1907, including that 





of leased and auxiliary lines was..................$177,520,302.20 
There was added during the fiscal year.............. 12,370,415.54 
Making total funded debt at June 30, 1908...........$189,890,717.74 


In August, 1907, the company authorized the issue of general lien 
15-20 year gold bonds bearing interest at not to exceed 5 per cent. per 
annum, to the aggregate amount of $115,000,000, which has since 
been reduced to $112,994,000 through the sale of $2,006,000 of refund- 


ing mortgage bonds under the provisions of section 3, article 3, of the 
general lien mortgage. 
These bonds are issuable for the following purposes: 
$10,000,000 for reimbursement to the company of capital ex- 
penditures made during the fiscal year ended 
June 30, 1907, and for future expenditures for 
additions and improvements. 
50,220,000 reserved to retire underlying bonds. 
5,000,000 reserved for refunding purposes. : 
11,539,000 reserved to take up, at or before maturity, a like 
amount of equipment notes. 
5,000,000 reserved to pay equipment trust obligations issued 
after _ 1, 1907, to the extent of 60 per cent. 
thereof. 


ST. LOUIS AND SAN FRANCISCO RAILROAD COMPANY—TWELFTH ANNUAL REPORT. 


$28,241,000 reserved for additions and improvements, to be 
made after June 1, 1909, and to be issued in 
amounts not to exceed $2,500,000 for any one fiscal 
year until June 30, 1911, and after that date to 
be issued in amounts not to exceed $3,000,000 in 
any one fiscal year. 
5,000,000 reserved to be issued in amounts not exceeding in 
the aggregate $1,000,000 per annum after June 1, 
1909, for construction, purchase or acquisition of 
additional jines of railroad or branches. 


Total, $115,000,000 

The amount of these bonds issued at June 30, under provisions of 
the mortgage, was $17,509,043.81, all of which are still owned by the 
company. 

The $2,055,300 of Kansas City, Fort Scott & Gulf Railroad Com- 
pany first mortgage 7 per cent. bonds which matured June 1, 1908, 
were by agreement dated May 1, 1908, with the trustee and the hold- 
ers of the bonds, extended to June 1, 1911, with interest at rate of 5 
per cent. per annum. This arrangement effects a saving in interest of 
$41,106 per annum. 

Equipment Bonds and Notes. 


The amount of Smet bonds and notes outstanding 








Rt TUMe SU. Te WER coc cecicck csi dcniesnwiedcs aaat bees 
The net addition during the fiscal year was.......... 5,218,192.40 
Making the total amount of equipment bonds and notes ite 

outstanding at June 30, 1908.....................$17,668,682.19 

General. 


During the year the company took title by deed to the following 
properties heretofore controlled by stock ownership : 

St. Louis, Memphis & Southeastern R. R.; 

Blackwell, Enid & Southwestern Ry. ; 

Ozark & Cherokee Central Ry.; 

Arkansas Valley & Western Ry. ; 

Fort Smith & Van Buren Bridge Co.; 

Oklahoma City & Western R. R.; 

Sulphur Springs Ry. 

The number of passengers carried during the fiscal year increased 
974,774, or 13.08 per cent. The passengers carried one mile increased 
56,287,064, or 15.73 per cent. Notwithstanding these increases, how- 
ever, there was a decrease in passenger revenue of $239,289.73 caused 
by the compulsory reduction of rates in many states. 

The Memphis Railroad Terminal Company was incorporated March 
5, 1907, for the purpose of erecting a new passenger station with requi- 
site buildings and tracks at Memphis, Tenn. This company and nine 
other railroad companies entering Memphis have joined in the guar- 
antee of the necessary funds ($1,200,000) to purchase property for 
the station. The capital stock of the company is $100,000, of which 
each of the 10 roads owns one-tenth, or $10,000. 

The industrial department reports the location on the tracks of the 
Frisco Lines during the year of 266 industrial plants, employing 7,954 
men and costing $5,590,000. 

The reports of the current year’s crops in the territory tributary to 
the company’s lines are favorable. 

Due acknowledgment is made of the faithful and efficient services 
rendered by officers and employes during the year. 
By order of the Board of Directors: A. J. DAVIDSON, 

President. 


In the following statements all revenues, operating expenses, other 


‘ income and train and engine mileage for the year ended June 30, 1908, 


are stated in accordance with the classifications required by the Inter- 
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To furnish proper 
ended June 30, 


state Commerce Commission, effective July 1, 1907. 
comparisons, the corresponding figures for the year 
1907, are also re-stated, where necessary. 


Fiscal Year Ended June 30, 1908, Compared with 


: Previous Year. 


Income Account, 


Increase or — 





1907-08. 1906-07. Amount. cent. 

Avg. mileage operated. 5,064.16 5,061.72 2.44 . 
Operating revenue : 

Freight a ..+..523,976,296.87 $26,534,639.66 $2,558,342.79 9.6 
PRBBONGET occ sseess 8,927,036.90 9,166,326.63 239,289.73 2.6 
LE eee 979,927.21 885,662.71 94,264.50 19.6 
te eee oem 1,129,153.27 998,864.97 120,288.30 13.0 
Miscellaneous ....... 557,149.04 475,557.20 81,591.84 17.2 
T’l transp’n revenue. $35,569,563.29 $38,061,051.1 7 $2,491,487.88 6.5 


tevenue from 
tion other 
transportation 


oper 1 
than 
43,638.63 22.6 


$2487 849e2 6.4 


236,568.82 192, 930.19 


T’l operating revenue. $35,806,132.11 








$38, 253 981. 36 





Operating expenses : 
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VoL. XLV., No. 28. 
Other rentals and 

sinking funds...... $536,445.80 $611,983.11 $75,587.81 12.3 
Divs. on trust certfs., 

K.C., F.8: & M. Ry. 540,400.00 SAO 40000  §  Saccicces 
Divs. on trust ertfs. 

Chic. & East. TIL RR. 1,094,482.00 1,094,482.00 ........- ae 
otal "GhaRees: 4... i ccs $10,854,283.41 $10,215,055.82 $639,227.59 6.3 
Available for divs.... $459,066.14 $4,158,583.29 $3,699,517.15 89.0 

Dividends : 

4 per cent. on Ist pfd. $199,742.12 $199, ae a acess evaleyes 
Surp. carried to credit ; 
of profit and loss.. 259,324.02 $3,958,841.17 $3,699,517.15 93.4 


Note.—To preserve comparisons the revenue and operating expenses 
and other figures for year 1906-07 are re-stated hereon to conform with 
the classification of the Interstate Commerce Commission. 

Decreases in italics. 


Profit and Loss Account and Adjustments Therein, June 30, 1907, to 


June 30, 1908. 

Credit. 
Balance at credit, June 30, 1907 : 
Balance of income year to June 30, 1908. 


. $5,882,042.35 
53 320,436.55 

































































Maint. way and struct. $ $762,555.25 13.7 : iability eae , B13 
Maint. of equipment. . = 107.762.94 2.3 Miscellaneous liability accounts, written off.. 61, 
Traffic expenses ..... 73,974. 40,148.98 4.6 a roel $6,202 
Transport’n expenses. 1: 12,709 598.16 1.036.781.75 8.2 MIGUALPOROGAE & siete heck oe ae Si eisia wecneeraie vitteeeeeee $6,202,478.90 
General expenses .... ; "bse ) "9: 24.70 972,889.20 110,035. 50 11.3 
: : m Debit. 
7 ‘at’ ses. $25,092,924.94 $24,85 86 $236,350.05 ; 
Pi aperat’s expenses. $2 525.092,924.94 8: ° 4, acc viola 6 __ $286,350.08 _ 1.0 Annual instalment from Lobe ge ma a 
+ at'g revenue. $10, 207 $13,397,406 0 2 685.199. erty account, on account of difference be- 
4 os ganda “ern m8 Hoy 414. = * 13 pet 406.50 —— bt tween cost of underlying bonds refunded 
g ; 5 and — <a bonds sold, and oe 
‘ income. . $9.76 92. 5D $12,500.44 37 2. 9 commissions paid therefor...............$ 250,000. 
Operating income. .. $9,764,71 wats $12,500 # 8. in _ 82,7 39 605.82 819 Discount on securities sold and exchanged, 
F — : and expenditures in connection with listing, 
Miscel. income : $39 certifying and issuing new bonds (balance) 836,241.91 
Outside operations... ee ee $32,078.81 . Depreciation in the value of equipment de- 
Hire of equipment... . 369, 506.05 $85,671.00 283,835.95 $31.3 is "ing "re is- 
: > Reh stroyed and dismantled during current fis 
Other income ....... 1 ,950, 141.86 1,958,861.74 8, 719.88 4 eal 22, ag RO Ae HRSG le CPS ea ee et 499,727.00 
pee . . : Se aes State tax on increase in capital stock...... 50,000.00 
I'l miscel. income. ... $1,548,557.00 | $1,873,190.74 $324,683.74 27.8. Miscellaneous accounts, written off......... 78,019.28 
Total income veces BIL, 313,349.55 $14, 373,639.11 $3, 060, 989.56 21.3 MMAR ihe ise aa ik ltt occa EAU $1,713,988.19 
CE ee $6. 118. 752. 18 $5.41 8.870.08 “$699. 882.10 428 9 TR Sooo srs ce a hehs, cileicea eee eee ESTA al oie ais Re ere 4,488,490.71 
— and sinking $6,202,478.90 
funds: 
Int.on guar. securities 2,564,203.43 2,549,320.63 14,882.80 6 By balance at credit, June 30, 1908.......cceccccsccs $4,488,490.71 
CONDENSED GENERAL BALANCE SHEET, JUNE 30, 1908, AND COMPARISON WITH PREVIOUS YEAR. 
Assets. 1908. 1907. Inc. or Dec. Liabilities. 1908. 1907. Ine. or Dec. 
Capital assets : Capital Liabilities :— 
Franchises and property .$173,103,510.34 $170,544,848.03 $2,558,662.31 Capital stock : 
Stocks and bonds owned. 203,845.69 69 203,845.69 s sees eee First preferred ....... $5,000,000.00 — $5,000,000.00 
Total franchises, ete. .$173,307,356.03 $170,748,698.72 $2,558,662.31 Commons, -7 2 be'ono'ouu.eO  BEro0N DON OS 
Leasehold estates : ae 
SE ee a Ss. & a. . 62,312; ree 4 * to corse 582,525.95 SORT 6 o13) Si casi laceets cates $50,000,000.00 $50,000,000.00 
Kk. C., Mem. & Birmhm 9,175, 75.7 5,875.7 SSAA . . ene 
Franchises, &¢., aux. cos. 7.763,776.06 _7.451.879.52 311,896.54 Funded debt ........... $134,624,997.74 $123,054,582.20 $11,5 570,415.54 
Cost, Chic. & East’n. Ill. : : “ttt 
Preferred stock ...... paeaeeeeo §«(OtEseNO lk... OO 
Common stock ....... 18,239,237.13 18, ,239,237.13 a wemtaiiee ete — 2 
Equipmt. under equip. trs 16,943,628.79 11,731,2384.01 5,212,394.78 Stock: Preferred crtfs 138,510.000.00 —13,510,000.00 Pee Soo 
Securities, cost of, under Funded debt ......... 39,095,300.00 38,295,300.00 800,000.00 
col. tr. notes, 1908.. 1,225 ,325.00 1,225,325.00 Equip. bonds and notes: 2,429,100.00 2,885,202.00 456,102.00 
Total ................$287,063,474.78 $279,623,320.20 $7,440,154.58 BN oe nnnnens $55,034,400.00 $54,690,502.00 $343,898.00 
Current assets : a oe ee 
Cash in treasury ...... 370,142.93 880,833.16 nae Oe 
In hands of fiseal agts. 2,291,838.06 2,373,751.91 81,913.85 . 
Due frm agts & endctrs: WunGed Gee s.ss:<se00%0 9,247,420.00 9,247,420.00 - 
er eee Do., aux. companies. 6,923,000.00 6,923,000.00 
NOME sd stevere 7,656.5 Nita. Re : 
—_——  1,037,921.59 = 1,313,563.31 o75,651.7¢ Chic. & B. Ill. RR. : ae rare 
From R.Rs., ace’t traffic 5 Stock trust ertfs pf.... 9,317,550.00 9,317,550.00 
Dr.. $1,159,347.2 De.; COMMON os... 18,044,500.00 18,044,500.00 Setar swe avers 
6 ee 1,103,732. it Equip. bonds & stks, out. 15,239,582.19 9,565,287.79  5,674,294.4 
in 55,615.14 299,068.32 248,458.18 9. 2 = eile : 
F ms COs. eee: Total ...............$298,431,449.93 $280,842,841.99 $17,588,607.94 
Peery ob 23.6 
Cr. B90. e016 66 3, 681. 89 ‘ . sasae * EI 
———"—"__ 3,190,741.80  2,385,149.01 805,592.79 Current Habilities : oe : 
Due from U.S. P.O. Dept. 248,707.40 236,328.35 12,379.05 Aud. vouchers & payrolls e 374,338.58 4,110,884.18 1,263,454.40 
Securities in treasury.... 21,545,685.73 — 8,858,016.63 12,687,669.10 Int. and div. matured... —2,510,660.70 + —-2,695,243.10 184,582.40 
Supplies on hand........  3,986,303.57 — 2,870,441.61 1,115,861.96 Int. accrued (not due).. 1,147,176.38 —-1,000,417.62 146,758.76 
Advances ace’t construc- Taxes accrued (not due) 165,488.89 _ 240,978.81 75,489.92 
tion (fundable).... 3,597,824. 64 864,853.65  2,732,970.99 Notes payable .......... 11,987,0385.90 5,577,250.00  6,409,785.90 
"ST (eee eee Se aay $36.5 394.78 7 80.! 86 ~ $90.082 005.95 $16,242,774.91 NSBR Ce eorcrene ke Gickc scene $21, 184,700.45 $13,624,773.71 $7,559,926.74 
Deferred assets :— ren os 
Open carrying accounts in Sade ovisional accounts : AS Ba A 
process of adjustment : Sinking funds accrued... 282,554.87 295,042.53 12,487.66 
Dr. . ..... .$908,777.37 Equip. replacement fund. 5,747.14 o sees ccees 5,747.14 
Cries eee. 881,834.04 Improvement fund.?.... 7,563.47 7,563.47 scececeres 
ee 527,443.33 506,939.72 20,503.61 mae 3 
Trustees skg. fund acc t.. 406,895.53 352,456.93 54,438.60 Total ......--...-0e $295, 865.48 $302,606.00 6,740.52 
Sinking funds ......... 77,912.07 87,541.25 9,629.18 = ai 
2 Grand total liabilities. $319,912,015.86 $294,770,221.70 $25,141,794.16 
DDR isis Pik oxwid wins ese $1,012 ,250.93 $946.937.90 $65,313.03 Profit and loss ........ 4,488,490.71 5,882,042.35 1,393,551.64 
Total Mesos) «is... $324,400,506.57 $300,652,264. 05 $23,748,242.52 QUAD resccatl es Stairs ewer $324, 400,506.57 $300,652,264.05 $23,748,242.52 





*The Kansas City, Fort Scott & Memphis Railroad. 
7Kansas City, Memphis & Birmingham Railroad. 
tKansas city & Memphis R.R. & Bridge Co. 


Notr.—In stating the assets and liabilities of the companies covered by this balance sheet, the holdings of the St. Louis & San Francisco 
R. ne Co. in the a and capital stocks of leased and auxiliary lines are eliminated. 
ecreases in italics 








